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One of the six Otis Inclined Elevators at City Terminal, South Boston. Carries Loads up to 2,500 Ibs. 
Easy, safe and inexpensive to operate. Inclined Drop moves automatically with tide changes. y 

“‘Have found them more satisfactory and economical than any. other de- 
vice of this character, and have experienced a savingof from THIRTEEN 
to FIFTEEN PER CENT in the handling cost of the work to which 
they are applied.’’ 
—Merchants.and Miners Transportation Co. 
Doesn’t any equipment that wins such an endorsement and produces such a saving arouse your interest? 
Doesn't it not only deserve but demand your immediate investigation? 

The equipment referred to is the} 


OTIS 
INCLINED ELEVATOR 


of which the Merchants and Miners have installed 


Two at Savannah (1911) Four at Mystic Dock, South Boston (1912) 
Six at City Terminal, South Boston (1915) 


We ask the privilege of showing with facts and figures based on actual installations what the Otis Inclined 
Elevator can save you. May we have that opportunity NOW! 


Include this in your TODAY’S mail—a request for Otis Inclined Elevator Booklet to the 


OTIS ELEVATOR COMPANY 


Eleventh Ave. and Twenty-sixth St., New York 600 W. Jackson Blvd., Chicago 
Offices in All Principal Cities of the World 
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The Belt Railway of Chicago 
wishes for all its friends a Happy and 


| 
| 


Zo 


e you looking for 


— A factory or warehouse 
location in the Chicago 
District with private switch 
and Belt Line service ? 


4 


Prosperous New Year coupled with 
the hope that promise and prophecy 
may be fully realized and the year 1916 
pass into the annals of time as the be- 
ginning of a new era of peace and 
plenty. 


— With sewer, water, gas, im- 
proved streets and other 
necessary facilities and 
conveniences ? 


— With first-class service on 
carload and less than carload 
shipments, in and outbound 
at Chicago rates? 


It will be the constant effort 
of THE BELT RAILWAY OF 
CHICAGO, as in the past, to keep 


abreast of the tide of its ever increas- 





If you are after these advantages 
let us put our proposition before you. 





ing business and to serve its patrons 
constantly with an eye to mutual 
success. 


Clearing Industrial District 
1005 First National Bank Bldg., Chicago 
TELEPHONE RANDOLPH 136 
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The Belt Railway of Chicago 


SPECIAL OFFER extends its thanks for support in the 
To all January purchasers of at least os : 
ast and solicits 
two dollars worth of books listed in “The pa ee ee business for 1916, 
Book Shelf,” printed on the outside back with confidence it can make it worth 
cover page of this issue of The Traffic your while 


World, we will give, free of charge, a 


copy of Henderson’s War Revenue and 


Income Tax Guide, or a map of the dif- , 
ferent Freight Classification and Freight Will you accept our first Leap Year 


Rate Association territories. proposal? 
THE BOOK DEPARTMENT 
The Traffic Service Bureau 
418 South Market St., Chicago aa at 


The Belt Railway Company of Chicago 


FRANK A. SPINK, Traffic Manager 
229 Dearborn Station Chicago, Ill 






WE LEASE TANK CARS 
ALL STEEL MODERN EQUIPMENT 


LIQUIDS DESPATCH LINE 


500 S. R «9 Chi a 
2500 obey St., Chicago, Hl. Telephone, Harrison 3690 


As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 
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Eixpress Reduces 
Truckage Costs 


APRESS service begins at your business 
doorstep. Your shipping department does 
not have the expense of going part way to meet 
it. Consequently Wells Fargo transfers a large 
trucking expense toyour profit column in the ledger. 


Express economy goes farther than that. 
TheExpress insures without extra charge up to $50. 


The Express assumes liability for damage as well 
as actual loss. 


The Express takes unusual personal service pre- 
cautions in the way of steel safes and safety trunks. 


The Express gives you the most rapid service by 
means of through passenger trains and special 
high-speed express trains. 


And you will find that in many cases the Express 
isactually the cheapest method of transportation. 


Ask a Wells Fargo traffic expert to show you 
just where you can use the Express to advantage. 


Send to 51 Broadway, New York, for pamphlet which will tell you why “‘It 
Is To Your Interest To Use The Express.’ 


The Panama-Pacific International Exposition at San Francisco 


has given the grand prize—the highest possible award—to 
Wells Fargo for perfected and extensive ‘express service. 


Wells Fargo & Co Express 


TRU FUE UEEEE EEE HELL UR DLL 
As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 
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SAVING PASSENGER FARE. 





An interesting decision is that of the Indiana 
appellate court in the case of James A. Brown vs. 
Terre Haute, Indianapolis & Eastern Traction 


* Co. Brown, in traveling from Stop 9, the first 


stop beyond Ben Davis, to Indianapolis, attempted 
to pay the local fare, 5 cents, to Ben Davis, and 
then pay the 10-cent fare from Ben Davis into In- 
dianapolis, thus saving 5 cents, the through fare 
from Stop 9 to Indianapolis being 20 cents. The 
company objected, and the lower court sustained 
it, making much of the passenger’s motive. The 
higher court now reverses the decision, holding 
that the question of motive has nothing to do 
with the matter. It holds it to be optional with 
the passenger whether he shall select the local 
or the through tariff, both of which are published 
and accepted. 

“Such tariffs,’ says the appellate court, “stood 


‘ upon the same footing. They, each alike, had the 


approval of the Commission, and were each the 
legally published tariffs of such carrier, open to 
acceptance by the traveling public.” This is not 
to say, however, that a passenger “may choose to 
pay for through passage the sum of the local 
fares,” but if the sum of the local fares is less 
than the through fare, “and the passenger desires 
to make his journey by stages” in order to get 
the benefit of the reduction, the court could find 
nothing in the law to prevent such action. 

The opinion of the appellate court seems sound 
on the statement of facts, regardless of the fact 
that Interstate Commerce Commission rulings are 
to the contrary in cases involving this same prin- 
ciple. One wonders why the Indiana commission 
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permits a through rate greater than the sum of the 
locals between the points involved. It is rather re- 
markable in the science of rate making that it should 
be held to be worth more to carry a passenger 
from point A to point X-than to carry one pas- 
senger from point A to point C and another from 
point C to’ point X, but the vagaries’ of com- 
missions are beyond explanation. Certainly a citi- 
zen must be presumed to be pretty much of an 
“easy mark” to pay such a through fare when he 
can avoid it by splitting up the fare at interme- 
diate stations. The only reason for not avoiding 
it would be the possible inconvenience of getting ° 
off the car and getting on again at those stations. 

We have the same situation as between state 
and interstate fares. A passenger, traveling from 
Indianapolis to Chicago, for instance, saves money 
by paying his fare to Hammond under the two- 
cent state rate and then paying from Hammond to 
Chicago under the interstate rate. That is per- 
haps unavoidable under our present system of 
regulation which permits a state to regulate fares 
within its boundaries but gives to the Interstate 
Commerce Commission the power’ to regulate in- 
terstate fares. It illustrates, however, the folly 
of that system and the need for one regulating 
body that shall have supervision over all fares. 
It is just as foolish as the situation in Indiana 
which compels a man, figuratively at least, to 
jump on and off the car at way stations if he 
wishes to get the lowest rate of fare. 


PASSES AND STATE COMMISSIONS 





It would appear that J. E. Sexton, who has 
attacked the right of the state of California to 
compel the railroads to issue free transportation 
to members and employes of the state commis- 
sion when traveling on public business, is entitled 
to public gratitude, not merely for his act in so 
doing, but for doing it where others, knowing 
and condemning the situation, have feared or neg- 
lected to act. 

Even the newspapers have been negligent in 
their duty. For instance, the San Francisco 
Chronicle, in an editorial on the matter, says: 
“For years the press of this city has been kept 
advised of the prodigious number of passes issued 
by transportation companies to the railroad com- 
mission and its employes, but until their issuance 
was resisted it did not seem to be a matter 
demanding public discussion.” Rather a strange 
attitude, we should say, for a metropolitan news- 
paper to take. Knowing that this situation ex- 
isted and knowing it, presumably, for an evil, 
it still did not regard it as a matter -demand- 
ing public attention until someone resisted. 
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We fail to see how the mere fact that someone 
has resisted makes it a matter for public discus- 
sion except that the matter of resistance becomes, 
of course, a matter of news. But the matter of 
right or wrong is not affected. If it was wrong 
before, it is no more wrong now that Mr. Sexton 
has comé to the front, and, if it were right, Mr. 
Sexton’s action could be discussed only as an ill- 
advised performance. The press has simply neg- 
lected its duty.- But we are glad to see it active 
now, even if it had to wait for someone to give 
it a push. 

The Chronicle points to the obvious reason 
for the failure of the utilities other than the rail- 
roads as well as the railroads themselves to pro- 
test, for they are all subject to the state com- 
mission in California, and for them to have resisted 
this manifest injustice would have been “as dan- 
gerous as for a showman to twist a lion’s tail 
while he had his head in ‘the animal’s mouth.” 
This is as sad a commentary as it is doubtless a 
true one on the condition of things in California, 
and it applies elsewhere as well. To what state 
of affairs have we come when even the press 
must wait for an outsider to raise his voice in 
protest against a law that compels the railroads 
to furnish free transportation to a state commis- 
sion going on a little jaunt to investigate a gas 
company or a water company? There is abso- 
lutely no more sense or justice in such a law than 
there would be in one compelling the street rail- 
way companies in all the .cities of the state to 
haul the commissioners and their employes free 
when on any kind of public business. And, for 
that matter, there is no more sense in a law com- 
pelling the railroads to furnish free transportation 
to commissioners, even when on purely railroad 
business, than there would be in one compelling 
the gas company to heat the commission’s offices 
free; or the electric lighting company to light 
them free; or the water company to furnish them 
free water. he system is ridiculous and should 
be wiped out everywhere. 

That in California the matter is no small one 
is shown by the fact that, according to the com- 
mission’s own statement, the value of the passes 
obtained for it and its employes has been $468,- 
232.53 in the last four years, over $20,000 of it 
in the last year. Nor does this include the com- 
mutation tickets for the use of employes living 
across the bay or down the peninsula, the system 
being carried to such an extreme that it is con- 
sidered that a commissioner or an employe of 
the commission must be transported free from 
his home to his office in the daily course of his 
work. This latter is not merely a bad system—it 
is a dishonest application of a bad system, for 
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by no stretch of a ‘proper imagination could a 
man going from his house to his business be con- 
sidered “traveling on public business” in the 
sense contemplated by even this vicious law. The 
Chronicle, in its review of the situation, says the 
commission’s statement: also does not include the 
street car tickets, requisitioned in large volume in 
order to save the office boys and other employes 
from paying street car fare, and that it is im- 
probable that the commission knows how many 
miles its employes have traveled on annual passes, 
the carriers having themselves kept no record. 
The whole thing smells to Heaven. 


WOULD AMEND CUMMINS ACT 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


It is believed that when the time comes for amending 
the so-called Cummins amendment, shippers generally will 
agree upon a bill introduced by Senator Weeks, S. 588, 
which was prepared by W. H. Chandler, manager of the 
transportation bureau of the Boston Chamber of Com- 
merce, probably in collaboration with Francis B. James, 
who, at the time of the hearings on the Cummins amend- 
ment, made an extensive study of the subject. The Weeks- 
Chandler bill amends the proviso of the Cummins law 
so as to make it read as described in The Traffic World, 
Dec. 4, 1915, p. 1170. 

The object of that amended proviso is to give the ship- 
per the option of carrying his own insurance, paying for 
it in a higher transportation rate, or getting a blanket 
policy of insurance from a regular insurance company to 
cover express shipments. The last-mentioned method, ac- 
cording to Mr. Chandler, is the one in use among Boston 
merchants who ship by express in quantities so large 
that it is physically impossible to declare, on the bill 
of lading, the true value of articles shipped. 





NEW EXPRESS CLASSIFICATION 





THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D.C. 


The principal express companies of the country, through 
their tariff issuing agent, F. G. Airy, issued on December 
15, Official Express Classification No. 24 to become effec- 
tive on February 1, 1916. 

The following, which, of course, include all of the reg- 
ularly recognized companies operating in this country, are 
parties to this new classification: Adams Express Co., 
American Express Co., Canadian Express Co., Canadian 
Northern Express Co., Dominion Express Co., Great 
Northern Express Co., National Express Ca, New York 
& Boston Despatch Express Co., Northern Express Co., 
Southern Express Co., Wells Fargo & Co. Express, West- 
ern Express Co. 


In case No. 6414, California Pine Box and Lumber 
Co. vs. Santa Fe et al., and in case No. 7020, Same vs. 
Same, by amended order the Commission allows interest 
on the sums of 97.85 and $175.94, from Dec. 10, 1910, and 
Dec. 12, 1913, respectively. 

The Northern Potato Traffic Association has been 
allowéd to intervene in case No. 8233, Hale-Hassall Gro- 
cery Co. vs. M., K. & T. et al. 











January 1, 1916 


CURRENT TOPICS IN WASHINGTON 


Rates on Bauxite Ore.—According 
to reports coming to Washington, the 
Aluminum Co. of America, either 
direetly or through one of its sub- 
sidiaries, intends fighting the advance 
in the rate on bauxite ore from Ar- 
kansas mines to East St. Louis, by 
placing more barges on the White 
and Mississippi rivers. The advance 
allowed in part No. 2 of the Western 
Advance Rate case will be from $2.20 

The company has three or four barges 








to $2.40 per ton. 
now which ply from Duval’s Bluff, Ark., to East St. Louis. 
Transportation via that route involves the payment of 
a rate of 70 cents to the Rock Island from the mines to 


the White River, plus the cost of water beyond. The 
barges do not constitute a part of a common carrier 
rail-and-water route. The suggestion is that the Alton & 
Southern, the outer belt line at East St. Louis, owned 
by the aluminum interests, will take over the barges and 
that the two will, be operated as a common carrier of 
bauxite ore from the mines and coal for return cargo. 
The making of such a common carrier route would raise 
the question as to how much the Commission would 
allow the new carrier to cut the $2.40 all-rail rate estab- 
lished by it as a result of its decision in the second 
section of the Western case. If the barges were not 
operated as part of a common carrier route, the Com- 
mission would have no control over the combination un- 
less the barge line chose to bring itself within its juris- 
diction. If the reports are accurate as to the intention 
of the aluminum interests, the query as to whether the 
all-rail rate is too high will be answered, without delay. 
That at least is to be inferred from the assumption that 
the rail carriers desire to haul bauxite ore from Arkansas, 
which they will not be able to do if the dominant factor 
in the situation carries out its reported intention to 
enlarge its steel barge fleet. There are a number of 
other commodities that may seek the water. The pos- 
sibilities of such a situation are interesting, to say the 
least. 





Lehigh Valley’s Boats.—What is the Lehigh Valley go- 
ing to do about its boats? Nobody has an answer to 
that question. In theory it got rid of them December 
16, but if it did, no one in Washington has been ap- 
prised of the transaction. The Commission denied a 
rehearing. Thereby it laid a perfect foundation for an 
appeal to the courts. The understanding, months ago, 
was that the railroad would go to the courts, but nothing 
has been done yet. The fact of the matter appears to 
be that there is no real reason for the railroad or the 
Commission doing anything now. The boats are tied up 
and the railroad could not operate them in violation cf 
the order, even if it desired to do so, so far as operation 
is concerned. The law, however, says it shall be unlaw- 
ful, without the permission of the Commission, for a rail- 
road company “to own, lease, operate, control, or have 
any interest whatsoever (by stock ownership or other- 
wise, either directly or indirectly, through any holding 
company, or by stockholders or directors in common, or 
in any other manner) in any common carrier by water with 
which it does or may compete.” Unless the Lehigh has 
sold the boats of the Lehigh Valley Transportation Co., it 
is apparently defying the Commission, even though opera- 
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tion of the boats is physically impossible. Conditions are 
all right for a fight, but so far neither side has cared 
to knock the chip off the other fellow’s shoulder. Unless 
there is a divorce or an injunction before the opening 
of navigation, it will be incumbent on the Commission 
to make a move. There is no specific penalty attached 
to that provision, so the penalties provided generally for 
violations of the act would apply to the Lehigh Valley, if, 
when the matter was brought to the courts, they should 
be of the opinion that the order of the Commission was 
within the meaning of the law. The penalties accrue if 
the carrier against which the order runs does not ask 


“the court for an injunction—that is, if on final disposi- 


tion of the case the Commission is the winner. 





‘Rates in the Southeast.—It seems certain that no mat- 
ter what the Commission does with regard to the protests 
against the tariffs filed in compliance with the fourth 
section respecting violations in the Southeast, there is 
going to be fighting on that subject. There is no ques- 
tion about the accuracy of the declaration that the ship- 
pers believe the railroads are trying to “put over” a 
big advance in freight rates coincident with their com- 
pliance with the fourth section order. The packers snort 
over the claim of the carriers that they have equalized 
rates. Ross D. Rynder, in his observations on the sub- 
ject, said that the equalization consists, so far as green 
salted hides are involved, of taking out the commodity 
rates to the tanning points and reducing the class rates 
at intermediate points, such as Paris, Ky., where, if a 
packer sent a carload of green hides, the health board 
would get out a warrant charging a nuisance. In other 
words, it is argued, that to points where there are tan- 
neries, the rates have been raised and to points where 
there are no tanneries they have been lowered. Dan- 
ville, Va., is one of the points that have not been doing 
any objecting. According to the assertions of those who 
have been trying, for years, to get a better adjustment 
for that city, inasmuch as Danville is not a Virginia city 
on inbound freight and not a Carolina point on outbound, 
it has no reason to worry over the troubles of the Vir- 
ginia cities or the Carolina points. But if the new rates 
do become effective, the points to which rates have been 
raised will file formal complaints and compel the Com- 
mission to go into the subject. The Commission appears 
to be in for a reversed blessing whether it suspends the 
new tariffs or allows them to become effective. 





Some Things Said and Unsaid.—The Commission is be- 
coming too wise to ignore any Claim made by any com- 
plaining shipper. In its report on the second part of 
the Western Advanced Rate case, the shippers and re- 
ceivers of bauxite averred that if the rates from Arkansas 
were put up, French bauxite, by reason of the lowering 
of the customs duty, would find a market west of Pitts- 
burgh just as soon as the European war is over. Pitts- 
burgh has. been the western market to which the French 
ore has penetrated. Did the Commission ignore that 
point? Did it say it had nothing to do with conditions 
brought about by changes in the customs tariff, as well 
it might, the Commerce Court having so remarked on a 
certain occasion when it felt the necessity of slapping 
the Commission on the wrist because it did not ignore 
the Dingley law? Not at all. Commissioner Daniels 
gravely set down the fact, in his report on the case, that 
the allegation had been made. There he dropped the 
subject. He did not even say that it might be inferred 
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from what Congress did that it intended to have French 
bauxite ore brought into competition with Arkansas ore 
in territory west of Pittsburgh. But, if he allowed the 
fact to influence him at all, he allowed it to operate in 
favor of widening the market for French ore, on the 


theory that Congress probably intended that to be the . 


effect, else it would not have redyced the customs rate: 
But if he had said that in his opinion, some court would 
probably have suspended the order because the Commis- 
sion had gone beyond its statutory power in deciding to 
give aid and comfort to a law not within its keeping. 
That is inferred from the fact that the California court 
permitted the shippers in back-haul territory to have an 
injunction suspending the further operation of tariffs 
which went into effect last July. When one remembers 
that fact, it is not to laugh when suggesting what might 
happen. 





Bill to Regulate Wages.—The Act to regulate commerce, 
if changed as proposed by Representative Lenroot in 
his bill, H. R. 3711, might well have its title amended 
by adding thereto the words “and wages of employes of 
common carriers subject to this act.” The Lenroot bill 
adds a section to the act saying that no reduction in 
wages affecting an entire class of employes shall become 
effective, if a “railway labor organization to which the 
employes belong, or, if unorganized, a majority of the 
employes affected thereby, shall within twenty days after 
receiving notice thereof, file in the principal office of the 
carrier, objections thereto, until such proposed reduction 
shall be submitted to the Interstate Commerce Commis- 
sion and ratified by it.” If the railway labor organization 
or a majority of employes of a particular class shall ask 
for an increase in wages, and the carrier refuse, then 
the Commission shall also pass on that controversy in 
the same manner that it passes upon questions as to 
the character of a rate, rule, regulation or practice. The 
bill further provides that whenever the Commission shall 
order an increase in wages or refuse to ratify a reduc- 
tion, it may, if in its opinion, by reason of such action, 
it is necessary to insure a reasonable return to the carrier 
upon the value of its property, at the same time order 
such increase in maximum rates as in its opinion may 
be just. The bill provides court procedure with respect 
to a wage order similar to proceedings relating to other 
orders. Inasmuch as shippers, generally speaking, have 
no way for getting into court, wage increase orders would 
be beyond attack, before a judicial body, by those who 
would have to foot the bills. A. B. H. 


FOURTH SECTION HEARINGS 





THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


A series of fourth section hearings will be begun in 
the federal building at Chicago on February 14 by Ex- 
aminer Gaddess of the fourth section board. There are 
between 500 and 600 such applications as to each of 
which Mr. Gaddess will take testimony. The hearings 
may last for weeks, their duration depending largely on 
whether shippers take any part in them. 


The testimony is as to the applications made by the 
Chicago & Northwestern, the Chicago Great Western, the 
Chicago, Milwaukee & St. Paul and the Rock Island. 
They cover apparently every conceivable kink produced 
by the fact that the longer lines encounter the compe- 
tition of short lines and steamboats, which it is desirable 
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for them to meet, exclusive of the big questions raised 
in connection with transcontinental rates. 

No attempt has been made by the fourth section board 
of the Commission to define the scope of any one of the 
hundreds of applications on which the hearings are to 
be held because most of them are requests for permission 
to continue departures from the strict rule of the fourth 
séction, which have been in effect for a long time, but 
as to which the Commission has never made a specific 
tuling. The applications were filed long ago to cover 
existing conditions. The Commission, to enable the car- 
riers to continue business “as usual,” allowed a continu- 
ance. Now the question to be settled by the testimony 
is as to whether the long-continued departures are to 
be allowed to continue under permanent orders. 

When Mr. Gaddess has finished at Chicago he will go 
to other places to take up similar applications by other 
carriers. His itinerary beyond Chicago has not been 
completed. 


UNIFORM BILL OF LADING 


Owing to the raising of so many new questions since the 
hearings on the Cummins amendment were finished, the 
Commission, Dec. 30, reopened the Uniform Bill of Lading 
investigation. Hearings will be held at New York, be- 
ginning Jan. 24; Chicago, Feb. 2; San Francisco, Feb. 14; 
New Orleans, Feb. 21, and Atlanta, Feb. 28. It also has 
proposed a new rule for the transportation of liquefied 
petroleum gas. A hearing will be held on this in Wash- 
ington, Jan. 12. 





CALIFORNIA BACK HAUL CASE 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


The Calfornia back haul case, created by the court that 
handed down an opinion holding that the Commission had 
exceeded its authority when it issued its Fourth Section 
Order No. 205, allowing the 55-cent rate on iron and steel 
articles, from Chicago and Mississippi River crossings to 
California deep-water terminals to go into effect, will be 
heard on its merits in California at a date to be hereafter 
fixed. Chief Counsel Folk and Blackburn Esterline, the 
former for the Commission specifically and the latter for 
the government generally, will go to the coast to argue 
the matter in the light of the opinion expressed by Judges 
Morrow and Dooling. 

They held that an injunction should issue restraining the 
further enforcement of the rates to Sacramento, Stockton, 
Santa Clara and San Jose under the authority of the fourth 
section order mentioned and other orders relating to that 
subject. 

Argument on the merits is possible because no restrain- 
ing order has ever been actually issued. The two judges 
directed that such an order be put out, but there has 
never been a mandate. If there had been it would have 
been necessary for Messrs. Folk and Esterline to have hur- 
ried an appeal to the Supreme Court, with a motion to 
stay proceedings pending appeal. It is now the tnder- 
standing that if the court adheres to the views expressed in 
the opinion handed down with regard to the application for 
a preliminary injunction, the special court will entertain a 
motion to stay its mandate pending appeal to the Supreme 
Court. d 

There can, therefore, be no change in the existing situa- 
tion until the Supreme Court passes on the subject, and 
then only in the event that it affirms the lower court. 


, an 
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Decisions of Interstate Commerce Commission 


LUMBER CHARGES UNLAWFUL 


CASE NO. 7652 (37._1.. C..C.,. 73-74) 

CHICAGO LUMBER & COAL CO. VS. MORGAN’S LOUISI- 

ANA & TEXAS RAILROAD & STEAMSHIP CO. ET AL. 
Submitted June 10, 1915. Decided Nov. 23, 1915. 


Charges collected by defendants for the transportation of lum- 
ber in carloads from Bayou Sale and Baldwin, La., to mill- 
ing points and reshipped to various interstate destinations 
found to have been unlawful. Reparation awarded. 


R. W. Hall for complainant; G. B. Hild for defendants. 
BY THE COMMISSION: 
Complainant is a corporation engaged in the manufacture 


and sale of lumber, with its principal office at East St. 
Louis, Ill. By complaint, filed January 9, 1915, it alleges 


that defendants’ refusal to apply their transit rules and> 


regulations on certain carload shipments of lumber moved 
during the period from January 30 to July 14, 1913, from 
Bayou Sale and Baldwin, La., to milling points where the 
lumber was planed or dressed and reshipped to various 
interstate destinations subjected complainant to unreason- 
able and unlawful charges. Reparation. is asked. 

The tariff rule in issue provided that “lumber, carloads, 
may be stopped in transit at stopover point, planed or 
dressed or resawed and reshipped in carloads,” the through 
rate to destination to be the rate from point of shipment 
or from the milling point, whichever was higher. The 
tariff containing the rule also provided that upon satis- 
factory evidence of reshipment of planed or dressed or 
resawed lumber the carriers would refund the difference 
between the charges on the inbound shipment and charges 
on the difference in weight between the inbound and out- 
bound shipment. The rate on the difference in weight 
ranged from 1 cent to 2 cents per 100 pounds, dependent 
upon the distance from the original point of shipment to 
the milling point, with a minimum charge of $5 per car. 
The local rates from points of origin to milling points here 
involved were from 3 cents to 5% cents per 100 pounds, 
and the distance from 2 miles to 19.8 miles. The shipments 
involved, with one exception, were planed or dressed in 
part only, and defendants justify their refusal to apply 
their transit rule on the ground that the rule required the 
planing or dressing or resawing of the entire shipments. 
Complainant contends that the only condition imposed was 
that the entire shipments should move on to destination. 

Effective Oct. 15, 1913, defendants published a rule pro- 
viding transit service on lumber planed or dressed or re 
sawed, in whole or in part, and reshipped to destination. 

We are of the opinion upon this record, and so find, 
that defendants’ contention is not well founded, and that 
the operation of the tariff rule may not properly be con- 
sidered as restricted to shipments of lumber wholly planed, 
dressed or resawed. It follows that charges assessed in 
excess of charges which would have accrued on the basis 
of the refunds permitted by the tariff were unlawful. We 
further find that complainant made the shipments in- 
volved and paid freight charges thereon herein found to 
have been unlawful; that complainant has been damaged 
to the extent of the difference between the charges paid 
and the charges which would have accrued if the refunds 
had been made, and that it is entitled to reparation. 

Complainant should prepare a statement showing as to 


each shipment on which reparation is claimed the date of 
movement, points of origin and destination, route, car num- 
ber and initials, weight, rate applied, charges collected, 
and the amount of reparation due under our findings 
herein, which statement should be submitted to defendants 
for verification. Upon receipt of a statement so prepared 
by complainant and verified by defendants, we will con- 
sider further the entry of an-order awarding reparation. 


PACIFIC COAST SWITCHING CASE 


CASE NO. 7280* (37 I. C. C., 81-88) 
BOARDMAN CO. VS. SOUTHERN PACIFIC CO. ET AL. 


Submitted April 15, 1915. Decided Nov. 9, 1915. 


Upon complaints asking reparation on account of switching 
charges collected by defendants on interstate carload 
shipments received or delivered prior to Aug. 12, 1914, at 
complainants’ plants situated on private or industrial 
sidetracks within the switching limits of Los Angeles, 
San Francisco, San Diego, Sacramento, San Jose, Crock- 
ett and Alvarado, Cal., and Reno, Nev.; Held, That 
reparation should be denied. Complaints dismissed. 





W. P. Seeds for Wood Curtis Co., Reno Mercantile Co., 
H. C. Heidtmann, A. Lane & Co., E. L. Drappo, Buffalo Bot- 
tling Co. and Frank Bros.; Seth Mann for San Francisco 
Chamber of Commerce; D. L. Levy, R. C. Bolling and C. S. 
Belstering for United States Steel Products Co.; William Clif- 
ford for W. F. Boardman Co., George H. Tay Co. and W. W. 
Montague Co.; L. R. Bishop for Somers & Co., Scott, Magner 
& Miller, Whittier Coburn Co.; Roth-Blum Packing Co., and 
Girvin & Eyre; G. J. Bradley for Merchants’ and Manufactur- 
ers’ Traffic Assn. of Sacramento; A. P. Matthew, E. W. Camp, 
A. S. Halstead, F. H. Wood, F. B. Austin and C. W. Dur- 
brow for defendants. 





*The proceeding also embraces complaints in—No. 7280 (Sub. 
No. 1), San Francisco Chamber of Commerce vs. Atchison, 
Topeka & Santa Fe Ry. Co. et al.; No. 7280 (Sub. No. 2), 
United States Steel Products Co. vs. Southern Pacific Co.; No. 
7280 (Sub. No. 3), Same vs. Atchison, Topeka & Santa Fe Ry. 
Co.; No. 7280 (Sub. No. 4), Same vs. Western Pacific Ry. Co.; 

No. 7280 (Sub. No. 5), Somers & Co. et al. vs. Atchison, Topeka 
& Santa Fe Ry. Co. et al.; No. 7280 (Sub. No. 6), George H. 
Tay Co. vs. Same; No. 7280- (Sub. No. 7), W. W. Montague vs. 
Southern Pacific Co.; No. 7280 (Sub. No. 8), H. W. Johns-Man- 
ville Co. vs. Southern Pacific Co. et al.; No. 7280 (Sub. No..9), 
San Francisco Chamber of Commerce vs. Atchison, Topeka & 
Santa Fe Ry. Co. et al.; No. 7370, Wood Curtis Co. vs. South- 
ern Pacific Co.; No. 7370 (Sub. No. 1), Reno Mercantile Co. vs. 
Same; No. 7370 (Sub. No. 2), H. C. Heidtmann vs. Same; No. 
7370 (Sub. No. 3), A. Lane & Co. vs. Same; No. 7370 (Sub. No. 
4), E. L. Drappo vs. Same; No. 7370 (Sub. No. 5), Buffalo Bot- 
tling Co. vs. Same; and No. 7370 (Sub. No. 6), Frank Bros. vs. 


Same. 


MEYER, Commissioner: 

These cases involve switching charges which accrued 
prior to Aug. 12, 1914, on interstate carload shipments 
received or delivered at complainants’ plants situated on 
private or industrial sidetracks within the switching 
limits of Los Angeles, San-Francisco, San Diego, Sacra- 
mento, San Jose, Crockett and Alvarado, Cal., and Reno, 
Nev. By complaints filed Sept. 16, 1914, and Dec. 4, 1914, 
it is alleged that such charges were unreasonable, unjustly 
discriminatory and unlawful. Reparation is asked. 

The amount of the charge which complainants seek to 
recover is $2.50 per car with certain unimportant ex- 
ceptions. Other similar complaints are pending, but have 
not been heard. The instant cases are in the nature of 
test cases in which it is sought to establish the general 
principles involved. In Associated Jobbers of Los Angeles 
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vs. A, T. & S. F. Ry. Co., 18 I. C. C., 310 (The Traffic 
World, May 14, 1910, p. 598), decided April 5, 1910, and 
Pacific Coast Jobbers’ & Mfrs.’ Assn. vs. S. P. Co., 18 
I. C. C., 383 (The Traffic World, May 14, 1910, p. 607), 
decided April 11,.1910, known as the Pacific Coast Switch- 
ing cases, we held ‘that a charge of $2.50 per car for 
delivering or receiving interstate carload freight on in- 
dustrial spurs or sidetracks within the switching limits 
of Los Angeles and San Francisco when that service was 
incidental to a system line haul was unlawful. A like 
charge in conjunction with a foreign line haul was found 
not to be unlawful. ; 


It was shown in those cases that the industrial tracks 
were an essential part of the carriers’ terminal facilities; 
that no charge in addition to the line-haul rate was made 
for a like service by other carriers or by defendants at 
other points; that the receipt and delivery of carload 
freight on industrial tracks was not an additional or 
supplemental service, but was a substitute for a _ sub- 
stantially similar and no more expensive service per- 
formed by defendants without charge on their team 
tracks; that it relieved the carriers’ team tracks and 
sheds, provided them with relatively inexpensive termi- 
nal facilities, promoted the speedy release of equipment, 
attached the business of the industry to the carriers, and 
enabled them to handle a volume of traffic which was 
greater than their facilities, exclusive of industrial tracks, 
could freely, adequately and economically accommodate. 

Defendants were ordered to discontinue the making of 
any charge for such service in addition to the line-haul 
rate on or before July 1, 1910. The effective date of 
the Commission’s order was extended from time to time 
until Aug. 1, 1911. On July 20, 1911, the order was set 
aside by the Commerce Court. On June 8, 1914, the 
Supreme Court of the United States reversed the order 
of the Commerce Court and held that the findings of the 
Commission to which we have referred, being conclusions 
of fact based upon evidence, were not open to review, 
and that in prohibiting the unlawful charge the Com- 
mission had not transcended its authority. On July 6, 
1914, the Commission ordered the defendants to file tariffs, 
eliminating any charge in addition to the line-haul rate 
for the receipt and delivery of carload freight on indus- 
trial sidings at Los Angeles and San Francisco, when 
such traffic moved incidentally to a system line haul. 
Tariffs filed in conformity with this order became effective 
on Aug. 12, 1914. Thereafter defendants herein filed 
tariffs which became effective on or before April 1, 1915, 
and provided: (1) For withdrawing any charge in addi- 
tion to the line-haul rate for receiving or delivering car- 
load freight on industrial tracks at all other points on 
their lines when such receipts or deliveries were inci- 
dental to a system line haul; (2) for absorbing foreign 
lines’ switching charges on competitive carload traffic 
received or delivered on industrial tracks served by such 
foreign lines, and (3) for absorbing switching charges on 
all carload traffic received or delivered on industrial tracks 
served by the belt railway at San Francisco. 

The Southern Pacific Co., Atchison, Topeka & Santa Fe 
Railway, and Western Pacific Railway, the only defend- 
ants from which reparation is claimed in these proceed- 
ings, were granted authority by the Commission to refund 
all such charges on shipments moving after Aug. 12, 1914, 
the date upon which switching charges on system line 
hauled traffic were eliminated at Los Angeles and San 
Francisto. Defendants’ present rates, regulations, or 
practices, therefore, are not in issue, and the only ques- 
tion to be.determined is whether reparation should be 
awarded on shipments which moved prior to Aug. 12, 
1914. Certain of complainants ask reparation on all ship- 
ments made since July, 1908, or approximately from the 
date complaints were filed in the Pacific Coast Switching 
cases; others on shipments made since July 1, 1910, the 
effective date named ian our original orders in those 
cases, and still others have included only the shipments 
which moved within two years prior to the filing of their 
complaints. 

The Southern Pacific Co., Atchison, Topeka & Santa Fe 
Railway and San Pedro, Los Angeles & Salt Lake Rail- 
road were the only defendants in the Pacific Coast Switch- 
ing cases. They, together with several other carriers, 
are defendants herein. Since we have held that these 
three defendants may add nothing to the line-haul rate 
for the receipt or delivery of carload freight on industrial 
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sidings within the switching limits of Los Angeles and 
San Francisco in connection with system line hauls, com- 
plainants contend that switchinggpfiarges which accrued 
prior to Aug. 12, 1914, for Seg¥ices performed by said 
defendants on industrial tracks at Los Angeles and San 
Francisco, or ‘by any defendant herein at any point under 
substantially similar circumstances and conditions, were 
necessarily unlawful. Relying upon the soundness of 
this premise, complainants endeavored to show that the 
service performed by defendants on industrial sidings at 
all points and by the belt railway at San Francisco was 
a mere substitute for team-track receipts or deliveries, 
for which latter service defendants were fully compen- 
sated by the line-haul rate, and that they had “suffered 
damage in amounts equal to the switching charges which 
they were required to pay. Defendants urge that our 
orders in the Pacific Coast Switching cases were not of 
general application, but applied only to services per- 
formed on industrial tracks at Los Angeles and San 
Francisco by the carriers defendant in those cases and 
under the particular conditions there existing. They 
assert that aside from commercial and competitive con- 
siderations the circumstances and conditions existing at 
other points and on the lines of other carriers defendant 
herein are essentially different from those upon which 
our findings were based, that complainants suffered no 
damage, and that unjust discrimination would result from 
an award of reparation. 


Our report in Associated Jobbers of Los Angeles vs. 
A., T. & S. F. Ry. Co., supra, is sufficiently descriptive 
of the facts disclosed by the present record with respect 
to the construction and operation of industrial tracks 
at the points herein involved and the resulting advan- 
tages and disadvantages to shippers and carriers. It is 
probably true, as contended by defendants, that their 
team-track facilities at certain points are adequate for 
the receipt and delivery of all carload freight, and that 
the service performed on industrial sidings, as a general 
rule, is of greater value to the shipper and expense to 
the carrier than team-track service, but it is apparent 
that-the receipt or delivery of carload freight on many 
of the industrial tracks in question entails no greater 
service or expense than would the receipt or delivery 
of the same cars on team tracks. Moreover, the addi- 
tional cost of receiving or delivering carload freight on 
industrial tracks does not necessarily imply that the 
service is accessorial for which an addition may be made 
to the line-haul rate, or that it is other than a mere 
substitute for team-track receipts and deliveries. If cost 
of service were a controlling test of whether in a given 
case an additional service has been performed for which 
increased compensation may be exacted, it is evident that 
the terminal charge should vary as between different 
points in the same switching district, or even as between 
deliveries at the same point at different times. The fact 
that in a switching district all carload freight is not 
received or delivered at the same point and in the same 
manner presupposes variations in the cost of service and 
other minor differences incident to diverse circumstances 
and operating conditions. We find nothing in the pres- 
ent record to justify the view that the placing of cars 
on industrial sidings served by defendants is not a 
substantially simiiar service to that which they perform 
on their team tracks, or to impeach the correctness of 
our conclusion in the Pacific Coast Switching cases, 
supra, and Car Spotting Charges, 34 I. C. C., 609 (The 
Traffic World, July 17, 1915, p. 126), that where this 
service is merely a substitute for team-track receipt and 
delivery of carload freight the line-haul rate covers the 
service for the reason that rates generally in this country 
have been constructed upon that basis. 


The foregoing has reference to services performed by 
defendants on industrial tracks which form a part of 
the terminal facilities of the carrier receiving the line 
haul. Many of complainants’ claims are not so limited, 
but include shipments delivered on industrial tracks 
served by the Southern Pacific Co. and the Atchison, 
Topeka & Santa Fe Railway where the Western Pacific 
Railway performed the line haul, and also shipments re- 
ceived or delivered on industrial tracks served by the 
belt railway at San Francisco. The San Francisco Belt 


Railway is owned and operated by the state of California. 

It serves a large number of industrial tracks, and also 

several team tracks which were constructed by certain 
. ; 
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of defendams on land leased from the state and which 
constitute a part of their terminal facilities. The record 
discloses that defendants constructed some of these in- 
dustrial tracks for complainants upon the same terms 
as other industrial tracks which are served directly by 
defendants. The belt railway makes a uniform charge 
of $2.50 per car for switching between the interchange 
tracks with connecting lines and the industrial sidings 
and team tracks served by it. Defendants paid and ab- 
sorbed switching charges of the belt railway on team- 
track shipments, but switching charges on shipments 
received or delivered on industrial tracks were collected 
from the shipper by the belt railway and were not ab- 
sorbed by the carrier receiving the line haul. 

In the absence of tariff provisions to the contrary, the 
line-haul rate of a particular carrier includes the receipt 
or delivery of carload freight only at industries or other 
points located upon its own rails. The right to impose 
a reasonable and non-discriminatory charge in addition 
to the line-haul rate for terminal services performed by 
connecting carriers was recognized in the Pacific Coast 
Switching cases, and has been affirmed by numerous 
decisions of the Commission and the courts; and nothing 
herein stated should be construed as holding that under 
all circumstances and conditions rail carriers are bound 
to perform a service upon private spur and industrial 
tracks without charge in addition to the regular trans- 
portation or line-haul rate. On the contrary, under a 
schedule of rates constructed upon that theory a charge 
in addition to the charge for the line haul may be just 
and reasonable, and failure to impose such a charge 
might even be unjustly discriminatory. Our conclusion 
herein ‘based upon consideration of the entire situation 
renders unnecessary a definte finding upon complainants’ 
contention that the non-absorption by defendants of switch- 
ing charges on shipments received or delivered on indus- 
trial tracks served by the belt railway was unjustly dis- 
criminatory. It may be stated, furthermore, that com- 
plainants failed to submit proper proof of damage resulting 
from the alleged discrimination. 

The record shows that for many years prior to Aug. 
12, 1914, a charge in addition to the line-haul rate was 
assessed for the service of receiving or delivering carload 
freight on industrial tracks at numerous points on de- 
fendants’ lines in the states of California, Arizona and 
Nevada, including all points herein involved, irrespective 
of whether the industrial tracks were a part of the ter- 
minal facilities of the carrier performing the line haul 
or of a connecting line. Our files disclose tariff authority 
for such a charge as early as February, 1907, and state- 
ments of record indicate that it has been imposed with 
more or less uniformity since defendants commenced the 
operation of their lines within those states. It should 
be noted therefore that our finding in the Pacific Coast 
Switching cases, subsequently confirmed by the Supreme 
Court, caused the elimination of a charge which had the 
sanction of long-established custom in that part of the 
country and which had long been recognized by shippers 
and carriers as an element to be considered in the con- 
duct of their: business. After the Supreme Court an- 
nounced its decision defendants withdrew the charge not 
only at Los Angeles and San Francisco, but at all other 
points where similar conditions prevailed and sought per- 
mission to refund all such charges which accrued subse- 
quently to the date upon which the cancelation of switch- 
ing charges at Los Angeles and San Francisco became 
effective. As previously stated, authority so to do was 
granted. Shippers served by industrial tracks at all points 
involved have thus been placed upon an equal footing. 
Prior to Aug. 12, 1914, all were required to pay a charge 
in addition to the line-haul rate for services performed 
by defendants on industrial tracks. Since then defend- 
ants have performed that service for all without any 


additional compensation. ~ 

When carriers have reduced rates of their own volition 
or in compliance with our orders ‘it does not necessarily 
follow that reparation should be awarded on shipments 
which moved under the pre-existing rates. We have 
frequently declined to award reparation when, as in the 
instant cases, the rates reduced have been in effect for 
long periods and the reduction applied throughout a large 
territory and affected shippers at many points who were 
not parties to the proceeding. In view of the general 
readjustment of terminal charges resulting from our find- 
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ings in the Pacific Coast Switching cases, in which cases 
reparation was neither asked nor awarded, and upon a 
full consideration of all the facts of record, we are of 
the opinion that no reparation should be awarded in these 
et a An order dismissing the complaints will be 
entered. 


HARLAN, Commissioner, concurring: 

While unable to give my assent to some of the ex- 
pressions in this and other recent reports of the Com- 
mission touching the service by cazriers in spotting cars 
at store doors on the private tracks of shippers and 
the relation of that service to the line-haul rate, I concur 
in the results hereinbefore announced so far as reparation 
is concerned. ’ 

After affirming the right of connecting carriers, accept- 
ing or making such delivery of shipments at store doors 
on private tracks, to impose a reasonable and non-dis- 
criminatory charge for the service over and above the 
transportation rate of the carrier having the line haul, the 
report of the Commission proceeds with this notable 
observation (ante, p. 86): 

* * * nothing herein stated should be construed as holding 
that under all circumstances and conditions rail carriers are 
bound to perform a service upon private spur and industrial 
tracks without charge in addition to the\regular transportation 
or line-haul rate. On the contrary, under a schedule of rates 
constructed upon that theory, a charge in addition to the 
charge for the line haul may be just and reasonable, and fail- 
ure to impose such a charge might even be unjustly discrim- 
inatory. 

It has long been my view that a shipper receiving a 
store-door service upon his private industrial track, either 
by the line-haul carrier or by a connecting switching line, 
ought to pay a reasonable charge for it in addition to 
the transportation rate, and that a carrier failing to 
impose such a charge in addition to the line-haul rate 
not only grants an unlawful concession in service to the 
shipper, but also unjustly discriminates against the ship- 
per who pays the line-haul rate and receives only a 
team-track service. While the report of the Commission 
at the point above quoted seems to admit the propriety 
of separating the line-haul from the spur-track service 
by imposing a charge for the latter in addition to the 
line-haul rate, it ignores the unlawful discrimination in- 
volved under the present practice of applying the same 
rate for a team-track service as is exacted for the serv- 
ice of spotting a car at the store door of a shipper. 

It is the failure of the Commission to observe and 
affirmatively to deal with the inequalities attending the 
present practices of carriers in matters of this nature 
that has led me to differ from my colleagues in cases 
bearing upon this and related questions. To say that a 
store-door service by carriers on a private spur or in- 
dustrial track is a substitute for the team-track service 
does not in my view state a real condition, but is a 
mere phrase that can never be convincing to a shipper 
who has to bear the expense of hauling his traffic by 
horse and wagon to and from the team track; while his 
neighbor has the car set by the carrier at his store door 
upon his private industrial track without any expense 
to him whatever. In view, however, of my separate 
report in Car Spotting Charges, 34 I. C. C., 609 (supra), 
presently to be filed in conformity with the announce- 
ment at the foot of the Commission’s report in that case, 
I need not at this time further discuss these important 


questions. 


RATES ON AGRICULTURAL IMPLE- 
MENTS 


(37 I. C. C., 92-97) 
MINNEAPOLIS THRESHING MACHINE CO. VS. MIN- 
NEAPOLIS & ST. LOUIS RAILROAD CO. ET AL. 
Submitted April 9, 1915. Decided Nov. 23, 1915. 


Complainant manufactures agricultural implements at Hopkins, 
Minn., and ships them to points in Central Freight Asso- 
ciation territory and to Canada, On complaints involving 
the reasonableness of the rules with respect to minimum 





*The proceeding also embraces complaints in—No. 6181, Min- 
neapolis Threshing Machine Co. vs. Minneapolis, St. Paul & 
Sault Ste. Marie Ry. Co. et al.; No. 6181 (Sub. No. 1), Same 
vs. Minneapolis & St. Louis R. R. Co. et al.; No. 6181 (Sub. No. 
2), Same vs. Same; No. 6181 (Sub. No. 3), Same vs. Chicago 
St. Paul, Minneapolis & Omaha Ry. Co. et al.; No. 6181 (Sub. 
No, 4), Same vs. Same; No. 6181 (Sub. No, 5), Same vs. Same, 





12 THE TRAFFIC WORLD 


carload weights on shipments of separators and other im- 
pee to points in Ohio and to Winnipeg, Manitoba; 


eld: 

1. That the through charges collected by defendants on ship- 
ments of agricultural implements from Hopkins, Minn., to 
points in Central Freight Association territory were un- 
lawful in that they exceeded the aggregates of the inter- 
mediate charges based on Peoria, Ill. Reparation awarded. 

2. That the charges collected on a shipment from Minneapolis, 
Minn., to Winnipeg, Manitoba, which moved in July, 1913, 
were unreasonable to the extent that they exceeded the 
charges that would have accrued if the “two for one’ rule 
had been applicable. Reparation awarded. 


F. J. Morley and J. A. Hosp for complainant; A. H. Lossow 
for Minneapolis, St. Paul & Sault Ste. Marie Ry. Co. and 
Sag se Pacific Ry. Co.; D. P. Connell for Official Classifica- 

on lines. 


BY THE COMMISSION: 


Complainant is a corporation engaged in the manufac- 
ture of traction engines, threshers and other agricultural 
implements at Hopkins, Minn. By complaints, filed in 
September, October and December, 1913, and January, 1914, 
it alleges that the charges collected by defendants on 
certain shipments of grain separators and appurtenances 
shipped during the years 1912 and 1913 from Hopkins to 
points in Ohio, Kansas and Nebraska, and from Minne- 
apolis, Minn., to points in Manitoba and Wisconsin, were 
unreasonable, because of the minimum carload weight re- 
quirements applicable. Reparation is asked. The level 
of the rates involved is not assailed. At the hearing com- 
plainant requested the dismissal of the complaints in sub- 
numbers 3, 4 and 4 of No. 6181, which involved the ship- 
ments to Kansas, Nebraska and Wisconsin. 


The shipments involved in No. 6160 and in No. 6181 
(Sub-Nos. 1 and 2) from Hopkins to points in Ohio moved 
by way of Peoria, Ill. Complainant requested the initial 
carrier to furnish a 50-foot flat car for each shipment, 
but two shorter flat cars were furnished in each case for 
the carrier’s convenience. Charges were collected on the 
basis of the minimum weight applicable to shipments 
loaded on cars of the length ordered. Shipments from 
Hopkins to points in Ohio are governed by the Official 
Classification, which rates agricultural implements in car- 
loads fifth class. Separators and threshers, with or with- 
out power, minimum weight 20,000 pounds, subject to rule 
27, take the same rate. Rule 27 provides that when a 
shipper orders a car over 36.5 feet in length for articles 
subject to rule 27 and the car ordered cannot be furnished 
within six days, the carrier, after the expiration of such 
period, may furnish two smaller cars, charging therefor 
no less than the minimum weight fixed for the car ordered. 
The delivering carriers state that the provision of rule 
27 relative to the six-day wait was not complied with; 
that two cars were furnished for one by the initial carrier 
within six days of the several orders for one car and 
that they are entitled to collect undercharges. But this 
provision is made for the carriers’ benefit, can be waived, 
and was waived by the initial carrier. 


Complainant contends that its separators, or threshers, 
are properly described as light and bulky articles, and 
that not more than two separators, aggregating about 
24,000 pounds, can be loaded on a 50-foot car. Rule 27 
provides that when the minimum weight specified is 20,000 
pounds for shipments loaded in a standard car 36.5 feet 
long the minimum weight for a car 50 feet long shall 
be 32,400 pounds. Complainant’s statement is quite true 
of separators, but separators frequently are loaded with 
traction engines, gas engines and other agricultural im- 
plements, and such shipments readily load to the minimum 
weights required for cars of any length. More generally 
complainant objects that shipments from Central Freight 
Association territory to certain points in Western Classi- 
fication territory and between certain points in Western 
Classification territory require a carload minimum of only 
20,000 pounds, regardless of the length of the car used. 
However, complainant clearly is not entitled to more 
favorable minimum weight requirements to Central 
Freight Association territory than are imposed for ship- 
ments entirely within that territory. 

One shipment that moved June 4, 1913, from Hopkins 
to Covington, O., consisted of two plain separators com- 
plete with wind stackers, feeders, weighers and fixtures, 
aggregating 21,860 pounds actual weight. The charges 


were based on the minimum weight basis described and 
per 100 pounds, and aggregated 
Complainant contends that the charges were 


a rate of 33.5 cents 
$108.54. 
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unreasonable to the extent that they exceeded $73.24. 
The shipment was hauled by the carriers 833 miles, and 
earned 6.5 cents per car-mile on. each of the two cars 
used. On the basis urged by complainant the car-mile 


.earnings would have been 4.4 cents for each car used. 


The shipment that moved June 4, 1913, from Hopkins 
to Wapakoneta, O., weighed 21,956 pounds. Charges were 
collected on the minimum weight basis described and at 
a rate of 31 cents in the sum of $100.44. Complainant 
contends that the charges should not have exceeded $68.06. 
This shipment was hauled 915 miles and earned something 
less than 5.5 cents per car-mile for each of the two cars 
used. Rates proposed by complainants would yield less 
than 3.75 cents per car-mile. 

Five shipments moved from Hopkins to Columbus, O., 
ranging in actual weight from 20,160 pounds to 27,520 
pounds. Charges in the sum of $106.92 were collected 
on each shipment on the minimum weight basis described 
and at a rate of 33 cents. These shipments were hauled 
875 miles and earned 6.1 cents per car-mile for every 
car used. The charges which complainant alleges would 
have been reasonable for these shipments average $74.31, 
or 4.25 cents per car-mile for each car used. As the 
published rate from Hopkins to Columbus was 33.5 cents, 
these shipments apparently were undercharged one-half 
cent per 100 pounds. The present rate is 34.4 cents. 

The total charges collected on all of these shipments 
at the published rate would not have been unreasonable 
if the shipments had moved in the 50-foot cars requested 
and were not unreasonable as the shipments actually 
moved. Defendants’ rules relative to minimum weights 
for grain threshers and separators moving from Hopkins, 
Minn., to points in Ohio are not shown to be unreason- 
able. The record indicates that they were published for 
the benefit of shippers like complainant. 


Complainant contends further that the through charges 
collected were unlawful, because they exceeded the ag- 
gregates of the intermediate charges based on Chicago 
or Peoria, Ill. As the shipments all moved through Peoria, 
only the charges to and from Peoria need be discussed. 
The joint rates through Peoria do not exceed the aggre- 
gates of the rates to and from Peoria. The discrepancy 
assailed results from. the different rules and minimum 
weights applicable in Western Trunk Line and in Central 
Freight Association territories for particular shipments 
loaded upon cars of certain lengths. Grain separators 
shipped from Hopkins to Peoria take a minimum of 20,000 
pounds per car regardless of the length of the car; grain 
separators shipped from Peoria to points in Ohio graded 
minima ranging from 20,000 pounds for car 36.5 feet 
long or less to 40,000 pounds for car 50.5 feet long. For 
50-foot cars the minimum is 32,400 pounds, which is also 
the minimum for through shipments from Hopkins to 
points in Ohio in 50-foot cars. Columbus is a fairly illus- 
trative point of destination. The rates were 20 cents per 
100 pounds from Hopkins to Peoria, 16.5 cents from 
Peoria to Columbus, 33.5 cents from Hopkins through 
Peoria to Columbus. Complainant’s shipments to Colum- 
bus ranged from 20,160 pounds to 27,520 pounds. The 
through charges on such shipments at a minimum of 
32,400 pounds per 50-foot car would amount to $108.54, 
while the eharges to and from Peoria would total $93.78 
for the lightest shipment, $108.50 for the heaviest. The 
through charges on a shipment weighing 27,540 pounds 
would just equal the sum of the intermediate charges. 
On shipments weighing more than 27,540 pounds the 
through charges would be less than the sum of the in- 
termediate charges, but on shipments weighing less than 
27,540 pounds would exceed the sum of such intermediate 
charges. The similarly critical weights for similar ship- 
ments to the other points involved were 29,970 pounds 
to Covington and 25,920 pounds to Wapakoneta. The 
critical weights vary, of course, with the size of the 
car used and with the gateway, except that the through 
charges for shipments in cars 36.5 feet long always are 
less than the sums of the intermediate charges. 

Tariff rules that produce such results in their applica- 
tion are clearly improper, and we find that the through 
charges paid by complainant on its shipments from Hop 
kins to Ohio points by way of Peoria, which exceeded 
the intermediate charges based on Peoria, were unlawful 
and that complainant is entitled to reparation to that 
extent, with interest. Neither the 20,000-pound minimum 
nor the_32,400-pound minimum applicable to cars 50 feet 
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long, loaded as the tariff provides, is shown to be un- 
reasonable, and we shall expect the carriers to correct 
the tariffs without specific order. 

We further find that complainant made the shipments 
involved as described and paid and bore charges thereon 
herein found to have been unlawful, that it has been 
damaged to the extent that the charges paid exceeded 
the aggregates of the intermediate charges based on 
Peoria and that it is entitled to reparation as follows: 
$16.22, with interest from June 17, 1913, on the shipment 
moved June 4, 1913, from Hopkins to Covington; $7.93, 
with interest from June 30, 1913, on the shipment moved 
June 4, 1913, from Hopkins to Wapakoneta; $42.12, with 
interest from Aug. 15, 1913, on the five shipments moved 
in June, 1913, from Hopkins to Columbus. Orders will 
be entered accordingly. The complaints in Sub-Nos. 3, 
4 and 5 of No. 6181 will be dismissed. 

A single shipment remains to be considered, consisting 
of one separator with wind stacker, feeder, weigher and 
fixtures, and one gas engine and plow, aggregating 33,600 
pounds. On June 28, 1913, complainant requested the 
initial carrier to furnish a 50-foot flat car for the ship- 
The initial carrier was unable to furnish a 50-foot 
car and furnished two shorter cars instead. One of the 
cars furnished was shorter than the other. Complainant 
loaded 22,200 pounds into the smaller car, 2,200 pounds 
over the 20,000-pound minimum required, and used the 
larger car, which was 40 feet long, for the remaining 
11,400 pounds.. The shipment moved from Minneapolis 
July 2, 1913, over the Minneapolis, St. Paul & Sault Ste. 
Marie and Canadian Pacific railways, consigned to Win- 
nipeg, Manitoba. Total charges in the sum of $157.08 
were collected at the point of origin, pursuant to the 
tariffs then in force, at the joint rate of 34 cents per 
100 pounds, on the basis of the actual weight in the first 
car and the minimum carload weight of 24,000 pounds 
applicable to the larger car. 

Complainant contends that it is impossible to load its 
separators on 50-foot cars to the minimum of 34,000 
pounds required; that defendants’ rule, in effect when 
this shipment moved, excluding flat cars of all sizes 
from the “two for one” rule, was unreasonable and that 
the charges collected were unjust and unreasonable to 
the extent that they exceeded $114.24, the charges that 
would have accrued if the rate charged had been assessed 
on the basis of the actual weight of the whole nn space 
Reparation is asked in the sum of $42.84. 


Complainant’s separators cannot be loaded to the mini- 
mums specified for the various lengths of flat cars in 
use, but apparently can be when mixed with other agri- 
cultural implements. The mixture involved weighed only 
400 pounds less than the 34,000-pound minimum required 
for the 50-foot car ordered by complainant. We find, 
however, that defendants’ rules excluding shipments loaded 
on fiat cars from the “two for one” rule were unrea- 
sonable, as defendants apparently recognized when they 
published a rule effective Oct. 1, 1914, permitting ship- 
ments of the kind involved in two cars, with a minimum 
weight of 35,000 pounds. We accordingly find, further, 
that the total charges collected on this shipment were 
unreasonable to the extent that they exceeded the charges 
that would have accrued if the “two for one” rule had 
been applicable, on the basis of the minimum weight re- 
quired for the car ordered. We also find that complainant 
made the shipment as described, and paid and bore the 
charges thereon; that it was damaged to the extent of 
the difference between the charges collected and the 
charges herein found reasonable, and that it is entitled 
to reparation in the sum of $41.48, with interest from 
Aug. 1, 1913. An appropriate order will be entered, but 
no order will be entered for the future, because defend- 
ants’ present “two for one” rule is not in issue. 


POWER TO AWARD REPARATION 


CASE NO. 6737 (37 I. C. C., 97-98) 
J. H. CRISWELL VS. WICHITA FALLS & NORTHWEST- 
ERN RAILWAY CO. ET AL, 


Submitted June 27, 1914. Decided Nov. 2, 1915. 


Complainant desired to ship cattle from Gate, Okla., a station 
on the Wichita Falls & Northwestern Ry. to Kansas City, 
Mo. Through the negligence of that carrier’s agent at 
Gate in permitting previous shipments of infected cattle, 
made by another shipper, to be handled through the stock 
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pens at Gate, thereby making it unsafe for complainant to 
ship through those pens, complainant drove his cattle to 
Laverne, Okla., for shipment. Laverne also is a station on 
the Wichita Falls & Northwestern Ry., but a higher rate 
——- from Laverne than from Gate. Complaint dis- 
miss 





J. H. Criswell for complainant in person; C. L. Fontaine for 
Wichita Falls & Northwestern Ry. Co. 


BY THE COMMISSION: 

Complainant is a rancher living in Beaver Couiity; Okla- 
homa. By complaint, filed March 17, 1914, he asks repara- 
tion on account of damages sustained in connection with 
a shipment of six carloads of cattle from Laverne, Okla., 
to Kansas City, Mo. 

The case was submitted at first upon an agreed state- 
ment of facts substantially as follows: 

In December, 1913, complainant had pastured six car- 
loads of cattle in the vicinity of Gate, Okla., which he 
desired to ship to Kansas City. Upon notifying the agent 
of the Wichita Falls & Northwestern Railway at Gate of 
his desire, by ordering the necessary cars, he was informed 
by the agent that certain carload shipments of cattle a 
few days before had been allowed to pass through the 
carrier’s stock pens at Gate; that the carrier’s agent had 
not secured from the shipper a government certificate to 
the effect that the cattle were free from disease; that 
later the cattle were found upon inspection to be afflicted 
with an infectious disease; that the pens used had not yet 
been cleaned and disinfected, and that if complainant 
desired to use the pens for his cattle he must assume the 
risk. Rather than ship from Gate under these conditions 
complainant drove his cattle to Laverne and shipped them 
to Kansas City from that point. The rates to Kansas 
City wére 221%4 cents per 100 pounds from Gate, and 26% 
cents from Laverne. Gate and Laverne both are local 
points on the Wichita Falls & Northwestern Railway. 
Complainant’s claim for reparation is based upon the 
difference in the rate from the two stations. 

Defendant Wichita Falls & Northwestern Railway con- 
cedes that its agent at Gate erred in accepting the previous 
consignment of cattle without first securing a government 
certificate of their soundness, and that the agent’s negli- 
gence was responsible for complainant’s inability to ship 
from Gate. Subsequently a hearing was had, but no ad- 
ditional facts were developed. Complainant did, however, 
expressly disavow any attack upon the reasonableness of 
the rate from Laverne. 

The Commission is empowered to award reparation only 
for violations of the Act to regulate commerce. No vio- 
lation of the act can be predicated upon the particular 
facts in this case, and the complaint therefore must be 
dismissed. 


WIRE BAG TIES 


CASE NO. 7558* (37 I. C. C., 99-101) 
CALIFORNIA PORTLAND CEMENT CO., INC., VS. THE 
ATCHISON, TOPEKA & SANTA FE RY. 

CO. ET AL. 

Submitted March 24, 1915. Decided Nov. 23, 1915. 


Rates charged by- defendants for the transportation of wire bag 
ties from Waukegan and Chicago, Ill., and Toledo, Ohio, to 
Colton, Cal., not found to have been unreasonable. Com- 
plaint dismissed. 





Fred L. Gibson for complainant; E. W. Camp for Atchison, 
Topeka & Santa Fe Ry. Co.; Geo. C. Squires for Southern Pa- 
re Co. and Union Pacific R. R. Co.; R. C. Fyfe for de- 
endants. 


By the COMMISSION: 

Complainant is a corporation engaged in the manufacture 
of cement, with headquarters at Los Angeles, Cal. By com- 
plaints filed Dec. 7, 1914, and Jan. 23, 1915, it alleges that 
the rates charged by defendants for the transportation of 
certain less-than-carload shipments of wire bag ties from 
Waukegan and Chicago, Ill., and Toledo, Ohio, to Colton, 
Cal., were unreasonable. Reparation is asked and the 
establishment of reasonable rates for the future. 

Some of the shipments consisted of thin iron wires 8% 
inches long, welded together at the ends, to form bands. 
Others consisted of thin iron wires 6 inches long, twisted 
and flattened at the ends. The wires are used to tie the 





*This proceeding also embraces complaint in No. 7558 (Sub, 
No, 1), Same vs, the New York Central R.. R. Co, et al, 
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tops of cement bags. The shipments from Chicago moved 
in April and June, 1913; the shipments from Toledo, in 
June and July, 1914. Charges were collected at the second- 
class rates of $2.95 and $3.03 per 100 pounds, respectively. 
The shipments from Waukegan moved during the period 
from November, 1912, to June, 1914, and were charged for 
at the second-class rate of $2.95 per 100 pounds on the 
shipments that moved prior to February, 1913, and at the 
second-class rate of $2.95 per 100 pounds, or at the first- 
class rate of $3.40 per 100 pounds, or at one and one-half 
times first-class rate, $5.10 per 100 pounds, on the shipments 
that moved subsequently to Feb. 1, 1913. The dates of de- 
livery are not of record. Some of the shipments may be 
barred. 

Shipments from and to the points of origin and destina- 
tion involved are governed by the Western Classification. 
Prior to Feb. 14, 1913, there was no specific rating on wire 
bag ties in the Western Classification. The rating ap- 
plicable to the shipments that moved prior to that time was 
the first-class rating provided for “wire goods, n. o. s.,” 
flat or nested, boxed. On Feb. 14, 1913, wire bag ties, in 
barrels or boxes, were rated second class, which rating, 
together with the second-class rates of $3.03 from Toledo 
and $2.95 from Chicago and Waukegan, is still in effect. 
The shipments from Waukegan on which the first-class 
rate was charged were packed in crates, while those on 


which one and one-half times the first-class rate was ~ 


charged were packed in containers other than boxes or 
crates, Rule 8 of the Western Classification providing as 
follows: 

Section 1. Unless otherwise provided for in the classification, 
all freight shipped in crates, bales. bags or bundles, will take, 
when shipped in crates, the next class higher (greater) than in 
boxes, and when shipped in bales, bags or bundles, one class 
higher (greater) than in crates, etc. 

Complainant contends that the rates charged were un- 
reasonable to the extent that they exceeded a combina- 
tion rate of $1.51 per 100 pounds, composed of a rate of 
$1.30 to California terminals and the fourth-class rate of 
21 cents from California terminals back to Colton, appli- 
cable to other wire articles, principally shingle bands, in 
less than carloads. Effective Nov. 15, 1914, wire bag ties 
in carloads were included in the list of articles taking 
$1.30 rate. Subsequently to the hearing, August 15, 1915, 
the rate of $1.30 on shingle bands, wire bag ties and other 
articles enumerated in the item as taking that rate was 
canceled, leaving no less-than-carload commodity rates 
in effect on these commodities. The cancellation of the 
less-than-carload commodity rate of $1.30 conformed to our 
decision in Commodity Rates to Pacific Coast Terminals, 
32 I. C. C. 611 (The Traffic World, Feb., 1915, pp. 306, 
352). The fourth-class rate to Colton from Toledo is $2.15 
and from Chicago and Waukegan, $2.07. 

Defendants show that the $1.30 rate on shingle bands 
and other articles cited by complainant applied also from 
eastern points, and testified that it was established to 
meet water competition and was abnormally low. De- 
fendants also show that wire bag ties, some of which are 
patented articles, are of considerably greater value and 
lower specific density than the articles named by com- 
plainant as taking the $1.30 wate to California terminals 
when the shipments involved moved, and than various 
articles of hardware which under the heading, “hardware, 
n. 0. s., in barrels, boxes, bundles or crates” are rated 
second-class in the Western Classification. 

We find that the rates assailed are not shown to have 
been unreasonable, and an order dismissing the complaints 
will be entered accordingly. 


REFRIGERATION CHARGES 


CASE NO. 7071 (37 I. C. C., 101-102) 
WILLIAM HENRY WATTAM ET AL. VS. NORTHERN 
PACIFIC RAILWAY CO. ET AL. 

Submitted Feb. 2, 1915. Decided Nov. 23, 1915. 


Refrigeration charges on a carload of bananas shipped from 
Galveston, Tex.. to Livingston, Mont., not found to have 
been unreasonable. Complaint dismissed. 





Norton, 


Lee Zumwalt for complainants; Robert Dunlap, T. 
Dowlin 


zs 
F. E. Andrews, P. G. Safford, J. H. Barwise afid C. P. 
for defendants. 
By the COMMISSION: 
Complainants are William Henry Wattam and John 
Samuel Wattam, co-partners, engaged in buying and sell- 
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ing fruits at Denton, Tex., under the firm name of W. H. 
Wattam & Son. By complaint filed June 29, 1914, they 
allege that the charge collected by defendants for the 
rartial refrigeration of a carload of bananas shipped from 
Galveston, Tex., to Livingston, Mont., was unreasonable. 
Reparation is asked and the establishment of a reason- 
able charge for the future. The claim was presented to 
the Commission informally July 10, 1912. 

The shipment weighed 21,100 pounds and moyed June 
17, 1912, over the Gulf, Colorado & Santa Fe, Fort Worth 
& Denver City, Colorado & Southern, Chicago, Burlington 
& Quincy and Northern Pacific railways. The freight 
charges assessed are not in issue. The shipment was iced 
as the messengers in charge of the car directed. No ice 
was placed in the car at Galveston. Four tons of ice were 
supplied at Alvin, Tex., by the Gulf, Colorado & Santa Fe, 
two tons at Alliance, Neb., by the Chicago, Burlington & 
Quincy, and two tons at Laurel, Mont., by the Northern 
Pacific. Refrigeration charges appear to have been col- 
lected in the sum of $80. As the legal rate was $80 per 
car of 20,000 pounds, excess in proportion, the shipment 
was undercharged $4.40. 

The tariff providing refrigeration charges contained the 
following rule: 

When shipments are moved without ice from originating 
points and-are subsequently placed under refrigeration at any 
point en route, the full refrigeration rates from originating 
points as shown herein to final destination shall apply. 

When the shipment moved; refrigeration charges on 
shipments of bananas forwarded from New Orleans, La., 
were based on the tariff rates for the ice supplied as di- 
rected by the messenger in charge of the car. Effective 
Feb. 24, 1913, the refrigeration tariff applicable from Gal- 
veston was amended to provide for the application of 
the basis in effect from New Orleans. Prior to October, 
1913, the movement of bananas from Galveston over the 
Gulf, Colorado & Santa Fe Railway was light, but since 
that time the movement has been heavy and in trainloads. 

Complainant contends that the charges collected were 
unreaSonable because the charges imposed by other roads 
were based on the amount of ice actually used and be- 
cause defendants later amended their tariff to apply this 
basis from Galveston. Defendants show that the cost 
of refrigeration on perishable shipments forwarded from 
Galveston to Livingston is $81.75. No evidence was ad- 
duced that would justify an exception relative to bananas. 
The voluntary reduction of defendants’ rate to meet car- 
rier competition does not establish that the previous rate 
was unreasonable. 

We find upon all of the facts disclosed that the re- 
frigeration charges assailed are not shown to have been 
unreasonable, and the complaint will be dismissed. 


COLORADO CLASS RATES 


—_—_ 


I. AND S. NO, 597 (37 I. C. C., 203-211) 


Submitted Aug. 8, 1915. Decided Decs 14, 1915. 


Proposed withdrawal of present Colorado common-point class 
rates from St. Paul, Minn., rate territory to common points 
south of Denver, Colo., and the establishment, in lieu there- 
of, of through rates based on the combination of inter- 
mediate rates over Sioux City, Iowa, found not to be justi- 
fied. Cancellation of the suspended schedules directed and 
respondents ordered to maintain for a period of not less 
than two years rates from the St. Paul territory no higher 
than those contemporaneously maintained from St. Louis. 





T. J. Norton and A, A. Hurd for Atchison, Topeka & Santa 
Fe Ry. Co.; F. G. Wright and D. R. Lincoln for Missouri Pacific 


Ry. Co. 


HARLAN, Commissioner: 

The rate group commonly known as the Colorado com- 
mon-point territory is not definitely” described by terri- 
torial bowndaries in the tariffs of the carriers. Cheyenne, 
in the state of Wyoming, Holly, in the state of Colorado, 
Sixela, in the state of New Mexico, and Boulder, in the 
state of Colorado, are respectively characteristic points 
in the northern, eastern, southern and western ends of 
the group. For rate- making purposes all the points within 
that territory have long taken common rates with respect 
to traffic from the Missouri River and the territory east 
thereof, and from St. Paul and Minneapolis, two important 
commercial points commonly. referred to as the twin cities 
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and forming a rate group hereinafter mentioned as the 
St. Paul territory. The rate adjustment between the St. 
Paul territory and the Colorado common points is the 
matter before us in this proceeding. 


The tariffs under suspension, while making no increase 
in rates from that territory to Denver and points north 
of Denver, propose: (1) To limit the application of the 
existing rates by. way of routes west of the river to the 
lines of the Chicago, Burlington & Quincy, the Chicago, 
Rock Island & Pacific, and the Union Pacific railways 
through their respective Missouri River crossings from 
Sioux City to -Omaha, inclusive; (2) to cancel the present 
class rates from St. Paul territory to all the Colorado 
common points south of Denver, and in lieu thereof to 
establish over all lines through rates based on the com- 
bination of rates to and from Sioux City, in the state of 
Towa. If permitted to become effective, the result of the 
schedules under suspension will be that as to all traffic 
from St. Paul territory, moving to Colorado common 
points through gateways south of Omaha over the lines 
above named or over any of the so-called prairie lines, 
rates equal to the ccmbination of rates based on Sioux 
City will hereafter apply; and on all traffic to all the com- 
mon points south of Denver over all lines and through all 
gateways the through rates proposed will also equal the 
combination of rates to and from Sioux City. 

Prior to Oct. 26, 1910, the following rates, in cents per 
100 pounds, were in effect to Colorado common points from 
Chicago, the Mississippi River and the St. Paul rate ter- 
ritories: 


From— 1 2 3 4  - B C D E 
Chicago .......... 205 165 125 97 77 92 72 62 53% 46 
Mississippi River. 185 145 115 92 72 84% 64% 57 48% 41 
Sty Paul 6.2.60. 0 185 150 115 92 70 84 65 57 50 42 


The underlying basis used in the construction of these 
rates was the sum of the intermediate rates to and from 
the various Missouri River crossings. But on the date 
last mentioned the carriers established the rates pre- 
scribed by the Commission in’ Kindel vs. N. Y., N. H. & 
H. R. R. Co., 15 I. C. C., 555 (The Traffic World, March 
20, 1909, p. 397), hereinafter referred to as the Kindel 
case, our findings and order therein having been finally 
sustained in I. C. C. vs. C., B. & Q. R. R. Co., 218 U. S., 113. 
The rates published as the result of that litigation, together 
with rates then made effective from the St. Paul territory, 
were, in cents per 100 pounds, as follows: 


From— 1 2 3 4 5 A Ss £€ Bs 
ee RP Pee 180 145 110 85 67 80% 63 54 47 40 
Mississippi River... 152 127 101 80% 63 74 56 50 42 36 
ae reer 180 145 110 85 67 80% 63 54 47 40 


For several years prior to the rate changes growing out 
of the Kindel case the rates from St. Paul territory to 
Colorado common points had been substantially the same 
as the rates from the Mississippi River territory. This 
was due to the fact that the rates from the St. Paul ter- 
ritory, which were based on the combination of rates to 
and from Sioux City, the nearest Missouri River crossing, 
‘were about the same as the rates from St. Louis to Kansas 
City. When finally readjusting the rates from Chicago and 
the Mississippi River in conformity with our findings in 
the case cited, the carriers put their St. Paul rates on the 
Chicago basis. While this action resulted in a slight re- 
duction in the St. Paul rates, the-relationship theretofore 
existing between the latter and the rates from Chicago 
and the Mississippi River were destroyed. 

This new rate condition led to the complaint in Min- 
neapolis Traffic Assn. vs. C., B. & Q. R. R. Co., 22 I. C. C., 
259 (The Traffic World, Jan. 27, 1912, p. 130), hereinafter 
referred to as the Minneapolis case. It was there alleged 
that the rates from Minneapolis to Denver were unrea- 
sonable in themselves and also unduly discriminatory, as 
compared with the class rates to the same destinations from 
St. Louis and Chicago. This contention was sustained, 
and the Commission specifically found that the class rates 
from Minneapolis to Denver were excessive and unreason- 
able and should not exceed the rates from St. Louis. Al- 
though the principal respondents in the proceeding now 
before us were not parties defendant in that case, they, 
in common with the other lines, on March 1, 1912, estab- 
lished rates from Minneapolis to all Colorado common 
points on the basis of the rates from the Mississippi River. 
As a matter of fact, they went further than was required 
under our order in that case and made the commodity 
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rates from the Mississippi River the maximum rates from 
Minneapolis to Denver and points to the north of Denver 
that were intermediate to Minneapolis on the direct lines. 
The relationship in the class rates as between St. Paul, 
Chicago and the Mississippi River that resulted from 
changes following our finding and order in the case last 
mentioned is shown in cents per 100 pounds in the follow- 
ing table: 


From— 1 2 3 a? aa ae ee ee 


CRICBRO © <5 sie 65 gine on.s 180 145 110 8 67 80% 63 54 47 40 
Mississippi River... 162 127 101 80% 63 74 56 50 42 36 
St, Pah mc cisdo esp 162 127 101 80% 63 74 56 50 42 36 


In January, 1912, the reasonableness of the class rates 
between the Colorado common points and Chicago and the 
Mississippi River was again questioned in Colorado Manu- 
facturers’ Assn. vs. A., T. & S. F. Ry. Co., 28 I. C. C., 82 
(The Traffic World, Aug. 9, 1913, p. 331). That complaint 
also involved the reasonableness of the rates between the 
Missouri River and the Colorado common points. In our 
report in that proceeding we held that the westbound 
rates fixed in the Kindel case, supra, were not unreasonable 
or unjustly discriminatory and that the eastbound rates 
between the same points should not exceed the westbound 
rates. It was also held that the rates between the Mis- 
souri River and the Colorado common points were un- 
reasonable. 

The present class rates in effect from Chicago, the Mis- 
sissippi River and the Missouri River, together with the 
class rates from St. Paul territory to all common points 
and the proposed rates from that territory to the common 
points south of Denver now under consideration in this 
proceeding, are as follows: 


Between Colorado 
common points and 
rate territories 


shown, 
1 2 3 4 § A B.. ¢ 2D 
CS So og oe 180 145 110 85 67 801% 63 54 47 40 
Mississippi River .. 162 127 101 80% 63 T4 56 50 42 36 


Missouri River .... 115 92 74 60 47 56 42 37 33 29 


ee eee eee 162 127 101 80% 63 74 56 50 42 36 
Proposed rates to 
common points 


south of Denver*. 175 142 109 *85 67 80 62 54 *47 *40 

Based on combination over Sioux City, with Chicago rates as 
maximum rates on classes 4, D and E; local rates to Sioux 
City being as follows: 
3 ie Serer ere Tree i. 3-848 Bee Beer ee 
I oe ei Te a 60 50 35 27 20 24 20 17 15 12 

Three principal reasons are advanced by the respondent 
carriers in justification of the proposed division of Colo- 
rado common-point territory and the increased rates sought 
to be made applicable to common points south of Denver. 
These reasons, in the order of their importance, are as 
follows: 


(1) It is contended that when the Commission in the 
Minneapolis case, supra, fixed the class rates from St. 
Louis to Denver as*the maximum rates to be applied from 
Minneapolis to Denver, it did so chiefly because the short- 
line distance from Minneapolis was less than the-short-line 
distance from St. Louis. Moreover, they assert that the 
Commission did not extend to other Colorado common 
points the basis prescribed to Denver, and that if the re- 
spondents were voluntarily to extend the prescribed basis 
to Colorado common points south of Denver (which, as we 
have seen, they actually did, so far as class rates are con- 
cerned) and were required to observe the fourth section 
and apply the common-point rates as maximum rates at 
directly intermediate points in central and western Kansas 
and eastérn Colorado, it would result in rates from Min- 
neapolis to such intermediate points relatively lower, dis- 
tance considered, that the rates from St. Louis. The 
respondent carriers fear that this might lead to complaint 
from St. Louis and Chicago and ultimately might result 
in reducing the rates found reasonable and prescribed for 
the future in State of Kansas vs. A., T. & S. F. Ry. Co., 
27 I. C. C., 673 (The Traffic World, July 26, 1913, p. 209), 
and also in the Kindel and Colorado Mfrs. Assn. cases, 
supra. 

(2) It is also contended that the short-line distances 
from St. Louis to the Colorado common points seuth of 
Denver are materially less than from Minneapolis to those 
points. 

(3) The normal basis for rates from the St. Paul rate 
territory to Colorado common points is alleged to be the 
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Chicago rate, subject to the combination of intermediate 
rates to and from Sioux City as maximum rates. 

The general basis for constructing through rates from 
eastern rate territories to points in eastern Colorado, 
western and central Kansas, is to add the following fixed 
arbitraries to the rates applicable from the Mississippi 


River: 
From rate 


territories. 2 3 4 5 A B Cc D E 
EL a's 0 Gia praca dass 10 10 5 2% 2% 3% 3% 2% 2% 2% 
CS ee Se 20 20 10 5 5 7% T% 5 5 5 
DEED suk owedcna ae On.. eee 6 9% 8% 6 6% 6 


Class rates from St. Paul constructed on the above basis 
would be higher than those from Chicago by the following 
amounts: 


cs th deeek cdeuidt st CQ £8 2 ee es 
ENE A cictigs esha ao aphe S468: &.. 1-38.82: 24 Ok 


The respondents have filed an exhibit purporting to 
show to what extent the application, as maximum ratés, 
at eastern Colorado and Kansas points, of the Colorado 
common-point rates from St. Paul affects rates constructed 
according to the general basis outlined above. This ex- 
hibit shows that the present Colorado common-point rates 
from St. Paul are applied as maximum rates in the state 
of Kansas as far east:from Pueblo as 356 miles on the 
Santa Fe and 343 miles on the Missouri Pacific, the re- 
spective points being also 261 and 280 miles west of Kansas 
City. Dodge City, in the state of Kansas, 266 miles east 
of Pueblo, is perhaps the most easterly point of importance 
on the Santa Fe at which the application of the common- 
point rates as maximum rates makes lower than the gen- 
eral basis, and its rates will be used for purposes of illus- 
tration. The following table shows (1) the rates at pres- 
ent in effect from St. Paul to Dodge City; (2) the rates 
that would apply from St. Paul if the general basis for 
constructing through rates as above explained were un- 
affected by the rates to Colorado common points; and (3) 
the rates from Chicago, which rates, as we have explained, 
are based on the arbitraries above the rates applicable from 
Mississippi River crossings: 

2 3 4 5 
(1) Through published rates (Colorado : 
common-point rates as maximum rates 

except on classes C, D, E)............. 162 127 101 80% 63 
(2) Rates which would ‘be applicable if 

constructed on general basis........... 1 143 111 85 67 
(3) Rates in effect from Chicago based 

on arbitraries over Mississippi River.. 162 139 108 83 66 

rf ~~ &  @ 2 3B 
(1) Through published rates (Colorado 

common-point rates as maximum rates 

except on classes C, D, E)...........-. 74 56 48 41% 34 
(2) Rates which would be applicable if 

constructed on general basis.......... 77% 58% 48 41% 34 
(3) Rates in effect from Chicago based 

on arbitraries over Mississippi River. 754% 57% 47 40 33 


Rates from St. Paul to Great Bend, in the state of Kansas, 
83 miles east of Dodge City, constructed upon the general 
basis outlined, are less than, and are therefore not affected 
by, the Colorado common-point rates. For illustrative pur- 
poses they may be compared with the rates from St. Paul 
to the common points and with the rates from Chicago to 
Great Bend: 


1 2 3 4 5 
St. Paul to Colorado common points.... 162 127 101 80% *63 
St. Paul to Great Bend, Kan............ 150 126 98 79 *6§3 
Chicago to Great Bend, Kan............ 145 122 95 77 64 


A o> ¢€¢ * E 
St. Paul to Colorado common points.... 74 56 50 42 36 
St. Paul to Great Bend, Kan............ 68%, 51% 42 35% 27 
Chicago to Great Bend, Kan............ 664% 50% 41 34 26 

*Only fifth class held down. 

The rate adjustment at Dodge City and Great Bend 
exemplifies the situation which the respondents urge as the 
most important feature upon which they rely in justifica- 
tion of the changes in the Colorado common-point group 
and the increased rates proposed in the schedule under 
suspension. It should be noted, for instance, that the 
application at Dodge City of the Colorado common-point 
rates holds down, except upon the last three lettered 
classes, the rates which, under the general basis for con- 
structing through rates, would otherwise be applicable 


from. St. Paul to that point, and also makes lower rates 
from St. Paul than from Chicago on classes 2, 3, 4, 5, A 
and B. At Great Bend the normal basis, i. e., the Mis- 
sissippi River rates plus the fixed arbitraries from St. 
Paul, results in rates not high enough to be depressed by 
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the Colorado common-point rates except as to fifth class. 
Here, also, it will be noted that, except as to fifth class, 
the rates from St. Paul are higher than the rates from 
Chicago by the amount of the differentials which the so- 
called normal basis fixes in the rates from St. Paul over 
the rates from Chicago. It will also be observed that if 
the so-called normal basis of rates obtained to Dodge City 
the rates from St. Paul would be higher than the rates 
from Chicago by the same differentials appearing in the 
Great Bend comparison. Similar comparisons and com- 
ments might be made in respect of the rates to points on 
the Missouri Pacific Railway in western Kansas and east- 
ern Colorado. 

The fact that the application from St. Paul territory of 
the Colorado common-point rates as maximum rates to 
intermediate points in eastern Colorado and Kansas results 
in lower rates than would obtain to such points if the 
general basis for constructing through rates were followed 
does not of itself justify increasing the rates to the Colo- 
rado common points, in the absence of evidence tending 
to show that the general basis for rates from St. Paul to 
such intermediate points is itself reasonable. If we were 
now to hold on this theory that the proposed rates have 
been justified, the respondents would then be in a position, 
if they so desired, to increase the rates to intermediate 
points in Kansas and eastern Colorado on the assumption 
that we have approved the general basis upon which such 
increased rates were constructed. 

As we have said, the respondents urge that the deter- 
mining factor in the Minneapolis case, supra, was the 
lesser distance from Minneapolis to Denver than from St. 
Louis to Denver, and they here lay much stress upon the 
factor of the lesser distance to the common points south 
of Denver from St. Louis than from Minneapolis. These 
distances, together with those from Chicago, are as follows: 


From From 
Minneapo- St. From 
olis. Louis. Chicago. 
To Colorado Springs via: Miles. Miles. Miles. 
Cc. G. W., Omaha and C. R. I. & P. Ry. 926 3 sien 
..:. ee & P., Kansas City and A. T. & 
Ci ee Gs. Wi-cwrnceten neccd vase obeeee een 1,143 pace. ~~ ealleiele 
Wabash, Kansas City and C. R. I. & 
a tan Sab Raiatts iva chee ibs Bs Osdes oan 8 oe 901 Pe 
Fr 2S. | RR ere ae 1,078 
To Pueblo via: 
C. G. W., Omaha and C. R. I. & P. Ry. 970 
Cm. 5. & P., Kansas City and A. T. & 
Sr. shove ckbases aso ae hha rarned ene 1,099 
Wabash, Kansas City and A. T. 
8 En eer er rT 883 ids aint 
a ED Be. Bae ndisite Kside's apenas wees hea 1,059 
To. Trinidad via: . 
=, Cam C&L & FP. 
‘Pueblo and A Sg. eine ashe adaruach See 
C. R. I. & P., Kansas City and A. T. & 
i) gE ries cic aiGccle a ae anit: whale ne sew wae oma a 1,116 
Wabash, “Kansas City and A. T. & - 
DE Lac Gatilak + pikangnceet cekthebe aks gs <a 900 iN aralads 
Se oe 1,076 


It will be seen that the short-line distances from St. 
Louis are less than from Minneapolis, by from 25 miles in 
the case of Colorado Springs to 161 miles in the case of 
Trinidad, while the short-line distances from’ Minneapolis 
are less than from Chicago, by from 15 miles in the case 


of Trinidad to 152 miles in the case of Colorado Springs. - 


While it is true that mention was made in the report in 
Minneapolis Traffic Assn. vs. C., B. & Q. R. R. Co.,, supra, 
of the lesser distance from Minneapolis to Denver than 
from St. Louis to Denver, the mere statement of the fact 
in the report does not support the respondents’ contention 
that distance was the determining factor. The distances 
from Minneapolis to the Colorado common points south 
of Denver are greater than the distances from St. Louis 
to the same points; the difference, however, is not great 
in any instance, and the average difference in distance is 
so small that it can not, on principle, be held either to 
justify the breaking up of the long-established group basis 
er be made the determining factor in the present case. 
Traffic from St. Paul to Denver and points north thereof 
handled in connection with either the Santa Fe or the 
Missouri Pacific must move over circuitous routes; the 
short line from Minneapolis to Denver is 894 miles, as com: 
pared with 1,216 miles over the Santa Fe and 1,263 miles 
over the Missouri Pacific. The Santa Fe distance is there- 
fore 136 per cent and the Missouri Pacific distance 141 
per cent of the short-line distance. To Colorado Springs, 
Pueblo and Trinidad the distances in ‘connection with the 
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Santa Fe and Missouri Pacific are also considerably greatet 
than the short-line distances between -+those points, the 
Santa Fe mileage to Trinidad being 105 per cent and to 
Colorado Springs 124 per cent of the short-line distance. 
The distances over the Missouri Pacific exceed the short: 
line distances in about the same degree as over the Santa 
Fe. 

The short-line carriers from Minneapolis to Denver apply 
the common-point rate at intermediate points. While the 
Santa Fe and the Missouri Pacific apply at intermediate 
points the common-point rate on traffic from Chicago, 
Peoria and St. Louis territories, it appears that it is only 
the rates from St. Paul to the common points south of 
Denver that they are disinclined to apply at intermediate 
points. If the ehanges proposed are permitted, the car- 
riers intend to apply to the Commission for relief from 
the operation of the long-and-short-haul rule of the fourth 
section on traffic to Denver and points north. Because of 
the greater distances over their circuitous routes than 
over the short-line route, they are of the view that such 
relief would be granted, but believe also that the greater 
distances over their lines to common points south of Den- 
ver would not be deemed by the Commission sufficient to 
justify the granting of relief in respect of traffic to those 
common points. . 

The respondents urge that the normal basis for rates 
from St. Paul to the Colorado common points is the Chi- 
cago basis, subject to the combination of rates based upon 
Sioux City as maximum rates. To Sioux City, the nearest 
Missouri River crossing to St. Paul, the rates from St. 
Paul are and for some years have been the same as the 
rates from St. Louis to Kansas City and other Missouri 
River crossings. Regardless of what may be the theoretical 
basis for rates from St. Paul, the fact is that for more 
than 12 years prior to Oct. 26, 1910, when the rates pre- 
scribed in the Kindel case became effective, the rates from 
St. Paul to the Colorado common points have been sub- 
stantially the same as the rates from the Mississippi River 
crossings to the same destinations. And this basis has 
obtained for years, except between the date of the estab- 
lishment of the rates in the Kindel case and the date of our 
order in the Minneapolis case, when the Mississippi River 
basis was prescribed as maximum rates from St. Paul to 
the Colorado common points and the former relative ad- 
justment thus restored. 

We have seen that when the carriers, including the prin- 
cipal respondents herein, established the reduced class 
rates to all Colorado common points, they also established 
from St. Paul territory to Denver and intermediate points 
north thereof the commodity rates applicable from St. 
Louis to Denver. These rates are still in effect, and it 
is intimated of record that the efforts made by shippers to 
have the Mississippi River commodity rates applied from 
St. Paul to all Colorado common points led to the action 
proposed in the schedules under suspension. The break- 
ing up of the Colorado common-point group with respect 
to rates from St. Paul would be in the nature of a rate 
innovation, since with respect to the rates from all other 
territories the Colorado common points are regarded as 
one group. The proposed change in the grouping would 
disrupt a relationship that has existed for many years. 
Moreover, on traffic to Utah common points and to points 
in Nevada and California, the rates from St. Paul and 
Minneapolis are the same as those from St. Louis. 

The respondents do not contend that the rates from St. 
Paul to common points south of Denver are unduly low 
or unremunerative. The differences in distances in favor 
of St. Louis, while not negligible, are insufficient to justify 
breaking up the Colorado common-point group and the 
increased rates proposed to the common points south of 
Denver. The apprehension that these comparatively slight 
differences in distance in favor of St. Louis may result in 
a complaint from that point is a matter that can be met 
when it arises. As a mere possibility, however, it cannot 
be said to afford justification for the proposed changes. 
We are of the opinion, and so find, that the evidence 
adduced by the respondents in support of the proposed 
change in the rates to the Colorado common-point territory 
and the increased rates resulting therefrom is insufficient 
to sustain the burden of proof imposed upon them by the 
statute; we also find upon the record that any rates for 
the future from‘ the St. Paul territory to the Colorado 
common-point territory in~excess of those in effect at the 


THE TRAFFIC WORLD 17 


same time over those routes from St. Louis will be un- 
justly discriminatory rates. The respondents will, there- 
fore, be required to cancel the schedules. under suspension 
and they will furthermore be required to maintain, and 
for a period of not less than two years to apply to the 
transportation of traffic moving under class rates from the 
St. Paul rate territory to all Colorado common points, 
rates not in excess of those contemporaneously maintained 
by them from St. Louis. 
An order will be entered accordingly. 


1915 WESTERN RATE ADVANCE CASE 
—PART II 


Il. AND S. NO. 606 (37 I. C. C., 114-165) 
Submitted Nov. 19, 1915. Decided Dec, 18, 1915. 


1. Agricultural Implement Advances Justified Except as to 
Louisiana.—Proposed increased carload rates on agricul- 
tural implements justified except to points in Louisiana, 
and to those points not justified. 

2. Advances on Cannel Goods Allowed.—Proposed increased 
carload rates on canned goods in western trunk line terri- 
tory justified. 

3. Flue Lining Increases Allowed.—Proposed increased carload 
— on flue lining in Western Trunk Line territory justi- 
ed. 

4. Advances on ——- Forbidden.—Proposed increased carload 
rates on eggs from points in Kansas and other points to 
southwestern points not justified. 

5. Cider and Vinegar Rates to Remain Unchanged.—Proposed 
increased carload rates on cider and vinegar from inter- 
state points to Kansas and Missouri not justified. 

6. Bauxite Ore Rates to as Far East as St. Louis Allowed; 
Other Rates Held for Further Investigation.—Proposed in- 
creased carload rates on bauxite ore to certain points 
justified and to certain other points not justified. 

7. Advances on Boots, Shoes, Leather and Findings Allowed; 
L. C. L. Advances and Higher Carload Minima Forbidden. 
—Proposed increased carload rates on boots and shoes, 
leather, and boot and shoe findings between Missouri 
manufacturing points and interstate points justified; pro- 
posed less-than-carload rates between same points and 
inereases in carload minima not justified. 

8. Advances on Dried and Evaporated Fruits in Parts of W. T. 
L. Territory Allowed.—Proposed increased rates on dried 
and evapodated fruits in portions of Western Trunk Line 
territory justified. 

9. Readjustment to Louisiana Not Justified.—Proposed read- 
justment of rates to Louisiana not justified. 

10. Advances on Furniture to Oklahoma Groups, Except No. 9, 
from Kansas City Allowed.—Proposed increased carload 
rates on furniture from Kansas City and other points to 
Oklahoma groups 6, 7 and 8 justified; proposed increase to 
Oklahoma group 9 not justified. 

11. Increased L. C. L. Rates, Varying with Amount Shipped, 
Not Allowed.—Proposed increased less-than-carload rates 
to and from manufacturing points in Missouri on various 
commodities found unlawful when made to vary with 
quantity shipped; other proposed increases justified. 

12. ‘“‘Run-by and Setback” Switching Charge Allowed.—Proposed 
charges for switching ‘‘run-by and setback” grain justi- 


fied. 

13. Transit Charges on Fruits and Vegetables in W. T. L. and 
Trans-Missouri Territory Allowed.—Proposed _ transit 
charges on fruits and vegetables in Western Trunk Line 
and Trans-Missouri territory justified. 

14. Some Miscellaneous Advances Allowed; Others Forbidden.— 
Proposed increases upon miscellaneous items justified; 
others not justified. 





Cc. C. Wright, T. J. Norton, C. S. Burg, W. F. Dickinson, A. 
P. Humburg, R. B. Scott, O. W. Dynes, W. T. Hughes, Thomas 
Bond, Henry G. Herbel and J. M. Souby for all respondents; R. 
B. Scott and W. G. Wagner for Chicago, Burlington & Quincy 
R. R. Co.;: W. F. Dickinson for Chicago, Rock Island & Pacific 
Ry. Co.: O. W. Dynes for Chicago, Milwaukee & St. Paul Ry. 
Co.;: F. G. Wright for Missouri Pacific Ry. Co., St. Louis, Iron 
Mountain & Southern Ry. Co. and receiver thereof; F. S. Hol- 
lands for Chicago Great Western R. R. Co.; W. H. H. Cash 
or Hillsboro & North Eastern Ry. Co.; F. A. Leland for 
Southwestern Tariff Committee; A. P. Humburg for Illinois 
Central R. R. Co.; J. W. Allen for Missouri, Kansas & Texas 
Ry. Co.; R. C. Hobbs for Kansas City & Memphis Ry. Co.; G. 
H. Hamilton for Kansas City Southern Ry. Co.; L. T. Wilcox 
for Union Pacific R. R. Co.; J. H. Henderson for Iowa Board of 
Railroad Commissioners and Iowa protestants; A. D. Beals for 
Iowa Board of Railroad Commissioners; A. E. Helm for Public 
Utilities Commission of the State of Kansas; A. L. Flinn for 
Minnesota Railroad and Warehouse’ Commission; P. W. Dough- 
erty, Oliver E. Sweet and E. J. McVann for South Dakota 
Board of Railroad Commissioners: E. J. McVann, E. W. Mc- 
Cullough and W. J. Evans for National Implement and Vehicle 
Assn.; National Federation of tail Implement Dealers’ Asso- 
ciations; Wisconsin Implement Dealers’ Assn.; Western Re- 
tail Implement, Vehicle and Hardware Assn.; Illinois Imple- 
ment and Vehicle Dealers’ Assn.; Colorado Retail Hardware 
and Implement Assn.; Minnesota Retail Implement Dealers’ 
Assn.; Iowa Implement Dealers’ Assn.; Mid-West Implement 
Dealers’ Association; South Dakota Implement Dealers’ Assn.; 
and Texas Hardware and Implement Assn.; S. D. Snow and F. 
B. Montgomery for International Harvester Co. of America; 
W. M. Cave for Parlin & Orendorff Co.; William E. Lamb and 
Cc. R. Hillyer for Cudahy Packing Co., Sefton Mfg. Co., Ameri- 
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can Milling Co., and live poultry shippers; R. D. Rynder for 
Swift & Co; L. F. Berry and Martin Van Persyn for Whole- 
sale Grocers’ Exchange of Chicago; T. A. McGrath for Min- 
neapolis Civic and Commerce Assn.; W. D. Wells for W. S. 
Dickey Clay Mfg, Coe.;.C. S. Bather for Federation of Furniture 
and Fixture Marufacturers’ and Rockford Manufacturers’ and 
Shippers’ Ase~.; Frank L. Moe for Evens & Howard Fire Brick 
Co.; L. M Wallace, Jesse McDonald and Arnold Just for La- 
clede-C*:.sty Clay Products Co.; B. D. Lamont for Rock Island 
Plow Cec.; L. S. Prince for M. Rumely Co.; J. S.. Custer for 
Moline Plow Co.; Jacob Kanter for Avery Co.; F. S. Pool for 
Deere & Webber Co. and the Twin City Implement, Vehicle and 
Hardware Club; L. R. Martin for Oliver Chilled Plow Works; 
J. H. Miller for Emerson-Brantingham Farm Implement Co.; 
A. R. Ebi for Deere & Co.; J. W. Grabiel for A. C. Hamilton & 
Co., Ladd Bros., Simpson-Mintun Co., Appleby Bros., Kimmons, 
Walker & Co., Benton County Produce Co. and A. S. Teasdale; 
O. L. Gregory for Ozark Cider and Vinegar Co.; S. W. Camp- 
bell for National Shoe Wholesalers’ .Assn, and “National Boot 
and Shoe Manufacturers’ Assn.; R. D. Sangster for Monarch 
Vinegar Works; E. P. Smith and C. D, Sturtevant for Omaha 
Grain Exchange; J. E. Robinson for Albert Miller & Co; G. L. 
Filer for G. M. H. Wagner & Sons; H. C. Lust for A. Pries- 
meyer Shoe Co.; Jeffery & Campbell for Norton Co., Republic 
Mining and Manufacturing Co., Franklin H. Kalbfleisch Co., 
Leclede-Christy Clay Products Co.; American Bauxite Co., 
Aluminum Ore Co., Aluminum Co. of America; City of Colum- 
bus, Ohio., Superior Chemical Co., and Globe Bauxite Co. 


DANIELS, Commissioner: 

Many of the schedules suspended in this proceeding 
propose increases in carload rates on various commodities, 
while others propose increases in less-than-carload rates 
on some commodities, and still others propose charges. 
for special transportation services, such as switching in- 
cident to storage in transit, for which no charge is now 
made. The general region in which the increases and 
additional charges are proposed is the same as that in- 
volved in Investigation and Suspension Docket No. 555, 
35 1. C. C., 497 (The Traffic World, Aug. 14, 1915, p. 320), 
hereinafter referred to as the Western Rate Advance 
case. While some of the increases are proposed as part 
of the general increases proposed in the Western Rate 
Advance case, others are proposed, as respondents claim, 
for the sole purpose of removing discrimination, and still 
others for the purpose of correcting mistakes in tariffs. 
Those increases here proposed which were intended as 
a part of the general increase proposed by the tariffs 
suspended in the Western Rate Advance case and also 
the proposed charges for special transportation services, 
were placed in this docket for investigation rather than 
in the Western Rate Advance case, for the reason, as 
stated in the report in that case, that the effort was 
made to constitute that investigation “one of the pro- 
priety of increased rates which the carriers seek to im- 
pose upon a relatively small number of articles of heavy 
movement in the territory affected.” The testimony 
heard in that proceeding relating to the financial needs 
of the carriers was made a part of the record in this 
case. That testimony was carefully analyzed and dis- 
cussed in the Western Rate Advance case and will, there- 
fore, not be again discussed here, but it has been care- 
fully considered as a part of the justification offered by 
the respondents for the increases here proposed. 

The principal commodities here involved are agricul- 
tural implements, canned goods, flue lining, eggs, cider 
and vinegar, bauxite ore, boot and shoe materials and 
dried and evaporated fruits. Increases in rates on other 
commodities are proposed, as to which no protests were 
made, and as to others of which, though protests were 
filed, no protestant appeared at the hearing and these 
schedules can be disposed of without much discussion. 
The: special transportation services as to which testimony 
was heard are the switching of cars of grain which have 
been rejected upon inspection, referred to in the record 
as “run-by and setback switching of grain,” and the 
switching and accounting incident to the storage of ap- 
ples, potatoes, onions and celery: in transit, charges being 
proposed for these services where none are now made. 
The protestants are individual shippers and associations 
of shippers, and the various state commissions of the 
states primarily affected. 

The schedules will be considered in the order in which 
we have named them. 


Agricultural Implements. 


The increases proposed in rates on agricultural im- 
plements are, in general, 2 cents per 100 pounds, with 
class A rates as a maximum. The term “agricultural 


implements” is used to include not only farm implements 
other than hand implements, but various other articles 
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and their parts which enter into the mixture allowed in 
carload shipments of agricultural implements. Among 
the articles included are wagons, sleighs, carriages and 
their parts, gasoline engines, windmills, feed mills and 
binder twine. The territory covered is between Chicago, 
Peoria, St. Louis, St. Paul, Mississippi River points and 
points taking same rates, and points in Iowa, Missouri, 
Minnesota, North Dakota, South Dakota, Missouri River 
points, and points in Kansas and Nebraska, and also 
between Chicago, Peoria, St. Louis, Mississippi River 
points, and points taking same rates, and St. Paul, Du- 
luth, La Crosse, Winona, and points in Wisconsin, north- 
ern Michigan and Minnesota. Protestants as to the 
schedules we are now considering are the International 
Harvester Co. and other manufacturers, the National Im- 
plement & Vehicle Association and other associations of 
shippers, various individual dealers, and the railroad and 
public utilities commissions of the various states in the 
territory involved. 

In the Western Classification agricultural implements 
are rated class A, but for many years they have generally 
moved in the territory involved under commodity rates, 
in many instances 2 cents per 100 pounds below class A 
rates, and the proposed increases are intended to bring 
such rates up to or toward the level of class A, which 
is the maximum. In some cases the proposed increase 
is less than 2 cents for the reason that the difference 
between the existing commodity rate and class A is now 
less than 2 cents, while in other cases the proposed rate 
is less than class A, the difference in such cases between 
the existing commodity rate and class A being more 
than 2 cents. In some cases in which such a difference 
of more than 2 cents exists, the carriers propose to bring 
up the rates to the class A basis. In 1875 the Missouri 
legislature prescribed a rate of $45 per car on agricul- 
tural implements between St. Louis and Kansas City, or 
the equivalent of a rate of 221% cents per 100 pounds, 
the minimum being 20,000 pounds. This rate the re- 
spondents applied also to interstate shipments. The 
rates from Chicago to the Missouri River were for a long 
time thereafter continued on the class A basis, but are 
now, and for many years have been, differentially ad- 
justed with respect to those from St. Louis 7% cents 
higher, making the Chicago rate 30 cents. From Peoria 
the rates were made the usual differentials under Chi- 
cago, and from other points differentials over or under 
according to location. The rate as fixed by the state of 
Missouri to points on the Missouri River was 2 cents 
less than the class rate, and that rate was the basis of 
rates beyond to points in Nebraska and Kansas. It is 
claimed by respondents that the action of the Missouri 
legislature was in the interest of settlers, and that the 
reasons which induced the establishment of the rate on 
such a low basis no longer exist. 

The rate from Chicago to St. Paul is 5 cents less than 
the class A rate. The respondents say that rate is con- 
trolled by through rates carried under the Official Clas- 
sification from manufacturing points in Ohio, Michigan, 
Indiana and western Pennsylvania. These through rates 
were established by the northern gateways through Mack- 
inac and afterward applied via Chicago. The St. Paul 
rate by various routes is carried through as far down 
as northern Iowa. The rates to these intermediate points 
are made with relations to the St. Paul rate. If the 
proposed rates are approved, the rates to St. Paul and 
to intermediate points will range from 3 cents below 
class A up to class A. With the exception of those rates 
and the rates to a few other points, to all of which an 
increase of 2 cents is proposed, the rates on agricultural 
implements in western territory will be on the class A 
basis. The minimum weight for agricultural implements 
in Western Classification is 24,000 pounds, but the mini- 
mum: weight, both under the present tariffs and th 
proposed tariffs, is 20,000 pounds. > 

Effective in 1913, after several years of litigation, the 
Missouri state-made rates were reduced, and at the time 
of the hearing there was in general a spread of 5% cents 
between those rates and the interstate rates between 
the Mississippi and the Missouri rivers, and the proposed 
increase of 2 cents would increase that spread to. 7% 
cents. At the time of the hearing applications by the 
respondents were pending before the Missouri commis- 
sion for an increase ef the Missouri state rates, and the 
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respondents stated it was their purpose to file similar 
applications with the Iowa commission, if the proposed 
rates should be approved by this Commission. The state- 
made rates and the interstate rates between the rivers 
in Iowa are now the same. The percentage of increase 
in the proposed rates on agricultural implements ranges 
from 1.92 per cent to 11.11 per cent. The respondents 
state that the proposed increase is a part of the general 
increase proposed by them in the Western Rate Advance 
case, and that they selected agricultural implements to 
bear a part of that:-increase because they believed upon 
investigation that the commodities in the agricultural- 
implement list were not bearing their proper share of 
the costs of transportation, and ought not to pay less 
than class A rates. Class A rates are in general higher 
than fifth class rates in Western Trunk Line territory. 
There was formerly no fifth class in Western Classifica- 


tion, but that class was added later to take care of the’ 


heavier commodities then included in class A, in which 
class were left the lighter and bulkier of those heavy 
commodities which are rated fifth class in Official Clas- 
sification. An exhibit filed by respondents shows that 
the weight per cubic foot of agricultural implements as 
they are loaded in cars for shipment averages approxi- 
mately 11% pounds per cubic foot, the weight of articles 
of machinery from 20 to 26 pounds, and the weight of 
articles of iron, excluding pig iron, 41 pounds. ‘The pro- 
testants question the accuracy of these figures and insist 
that only weighted averages would be of value for com- 
parison. Agricultural implements and machinery jointly 
constitute over 75 per cent of the articles in class A, 
both as to number and weight, machinery constituting a 
larger percentage than agricultural implements. 


Agricultural implements are made largely~of iron and 
steel, many of them being 70 per cent of metal. Iron 
and steel articles are rated fifth class in Western Classifi- 
cation. The list of agricultural implements is now much 
more comprehensive than it was when the present rates 
were originally established, and such implements are 
now more largely made of iron and steel than they were 
then. The mixture allowed is unusually liberal, and is 
probably the most comprehensive mixture authorized in 
the Western Trunk Line territory. This mixture is pro- 
vided for by Western Trunk Line Circular 1-L, and is 
more liberal than that provided for in the Western 
Classification. The articles included in the mixture take 
various ratings, some of them being rated as high as 
second class. The machinery mixture allowed is also 
a liberal one, but is less so than the implement mixture. 
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In the machinery list there are practically no commodity 
ratings. 

The respondents insist that no reason exists why rates 
on agricultural implements should not be on the class A 
basis, and that every reason for applying that basis of 
rates upon machinery applies equally to agricultural im- 
plements. In answer to this contention protestants say, 
and ask us to find, that the great bulk of the implement 
movement is upon commodity rates and not upon class A 
rates. Protestants also ask us to find: 

(a) That the implement traffic loads reasonably heavy per 
car; (b) is shown not to be a hazardous business; (c) pays 
higher revenue per gross and per net ton-mile than other ar- 
ticles properly comparable; (ad) moves in large volume. with 
reasonable regularity in opposite direction to heavy movement 
of other commodities; and (e) has every characteristic that 
entitles it to commodity, rather than class rating in the terri- 
tory in controversy. 

Respondents have offered exhibits comparing rates on 
machinery in the general territory here involved with the 
proposed rates on agricultural implements, and showing 
the revenue per car, the revenue per car-mile, revenue 
per gross toi-mile, and the revenue per net ton-mile 
from such rates on machinery and on iron. and steel 
articles as compared with the revenue on the same basis 
from the proposed rates on agricultural implements. By 
“gross ton-mile revenue,” as that term is used in the 
record, is meant the revenue per ton-mile based upon 
the entire weight hauled, including the weight of the car, 
estimated at 18 tons. Iron and steel articles are divided 
into different lettered groups, some of the groups used 
for comparison in the exhibits being groups A, C, G, H 
and I. Group A includes angle iron, bar irdn, sheet iron, 
plow beams, plow points, plowshares, etc. Group C in- 
cludes a much smaller number of articles, but most of 
these articles are included also in group A. Group G 
includes iron pipe and iron poles. Group H includes iron 
pipe connections, couplings and fittings, an d a few other 
articles, while group I includes pig iron alone. The 
minimum weights vary. With a few exceptions, the 
minimum weight for group A and group C is 36,000 pounds; 
for group G and group H, 46,000 pounds, and from group 
I, 49,280 pounds. From the exhibits referred to a table 
has been compiled, which shows, in addition to the in- 
formation referred to, the class A rate and the revenue 
therefrom in connection with each of the rates on agri- 
cultural imp'ements, and the fifth-class rate and the 
revenue fron: that rate in connection with each of the 
rates on iron and steel articles. That table, designated 
as Table No. 1, follows: 


TABLE NO. 1. 


From Chicago, IIl]., to— 


Cedar Rapids, Iowa: 
Agricultural implements— 


Sioux Falls, 8. Dak.: 
Agricultural implements— 
Present... . 
Proposed 
Class A.... 
Machinery..... 


llastings, Nebr.: 
Agricultural implements— 
Present 


Machinery 
Tron "9g steel articles— 


\\itchita, Kans.: 
Agricultural implements— 








Revente. 
Average Per car- Per gross Per Net 
Distance. loading. Rate. Percar. mile. ton-mile. ton-mile. 
sear Pounds. Cents, Amount. Cents. Mills. Mills. 
21 
hsb heastececcuyeneel 28,000 20 $56.00 25.27 7.99 18.26 
ovbnivieedess scaeawen 28,000 2 58.80 26.85 8.39 19.18 
LS et 128,000 21 58.80 26.85 8.329 19.18 
FE EE ee 36,200 21 76.02 34.71 9.61 19.18 
aS) OAR Reape mea? 54,200 14 75.88 34.65 7.68 12.79 
a os I ce 52,000 4 72.80 33.24 7.55 12.79 
Sei ee sebes cd ecvoseee 70,600 2200 63.04 28.79 5.40 8.16 
Bagh, a RE SE 336,000 18 64.80 29.59 8.22 16.44 
547 
Pen EET TE Pe 28,000 21 86.80 15.87 4.96 11.33 
a 333 93.80 17.15 5.36 12.25 
334 93.80 17.15 5.36 12.25 
334 121.27 22.17 6.14 12.25 
andl anata hiss » wes ee 28 151.76 27.74 6.15 10.24 
pehdmlekbess écQeenee 19 98.80 18.06 4.10, 6.09 
AR, Pety SeEP 2373 117.57 21.49 4.03 6.82 
28 100.80 18.43 §.12 10.24 
Fish eche bebe caedeatawe 28,000 54 151.20 24.08 7.52 17.20 
Se Ce See bya ari ees 28,000 56 156.80 24.97 7.80 17.83 
Se estah dicpenaaoheeen 128,000 56 156.80 24.97 7.80 17.83 
ip ail ans lens aoe wid o-etmeaele 6,200 56 202.72 32.28 8.94 17.83 
Ss hiseties ania isbvelbaieadeabia-eivale 54,200 49 265.58 42 29 9.38 15.61 
Hes ontebisee cds eiwhew 52,000 403 210.60 33.54 7.62 12.90 
OIE PEER, SL 336,000 49 176.40 28.09 7.80 16.51 
667 a 
Eel Oe, er Re? oT ane 28,000 51 142.80 21.41 6.69 15.29 
ip Kiudtw co suaneban tees 28,000 53 148.40 22.25 6.95 15.89 
Pies bi dceh avctieckewewen 8,000 58} 163.80 24.56 7.67 17.54 
eer ey Fe ope Fe ee 36,200 58} 211.77 31.7. 8.80 17.54 
56 303 .52 45.51 10.09 16.79 
384 200.20 30.01 6.82 11.54 
56 201.60 30.22 8.39 16.79 
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Missouri River: — 
Agricultural implements— 
Present 
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Iron and steel articles— aa 
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St. Paul, Minn.: 
Agricultural implements— 


: Fifth class 
Springfield, Mo.: 
Agricultural implements— 
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1A verage loading of agricultural implements and not of class A. 
4$3.08 to Kansas City and $3.58 to Omaha and Sioux City. 

The points of. destination selected for this table are 
fairly representative of all the points of destination in- 
volved. The average loading of agricultural implements, 
as shown in the table and in the exhibits from which it 
is taken, is 28,000 pounds, but the evidence for protest- 
ants shows the actual average loading to be 26,800 pounds. 
The rates are shown from Chicago only, but the subjoined 
table, designated as Table No. 2, also taken from the 
exhibits, shows how «the earnings on agricultural imple- 
ments under the proposed rates and the earnings on 
machinery from Chicago to the points of destination 
named in the above table compare with the earnings from 
St. Louis to the same points. 

Agricultural implements. 


To— From— Dis- EarningsEarnings Earnings Earnings 

tance. Pro- per car- per gross per net 

posed mile, in ton-mile. ton-mile, 

rate. cents. in mills. in mills. 

. Miles. 
Cedar Rapids, Iowa.. Chicago... 219 21 26.85 8.39 19.18 
er RS ee St. Louis.. 306 22 20.13 6.29 14.38 
Sioux aaa S. Dak... Chicago... 547 334 17.15 5.36 12.25 
ciehedenenavads St. Louis.. 570 334 16.46 5.15 11.75 
Pee ol a Chicago... 628 56 24.97 7.80 17.83 
en Sindh ak Soe St. Louis.. 552 484 24.60 7.69 17.57 
Witchita, Kans....... Chicago... 667 53 22.25 6.95 15.89 
BR itt aioctin waa ad ae St. Louis.. 479 45} 26.60 8.31 19.00 
Missouri River. . . Chicago... 1500 32 17.92 5.60 12.80 
Re eee St. Louis.. 1325 244 21.11 6.60 15.08 
St. Paul, Minn........ Chicago... 398 22 15.48 4.84 11.06 
| =e St. Louis.. 574 26 12.68 3.96 9.06 
Springfield, Mo....... Chicago.., 523 32 17.13 5.35 12.24 
ere St. Louis.. 239 22 25.77 8.05 18.41 
Machinery. 

To— From— Dis- Pro- Earnings Earnings Earnings 

tance. posed per car- per gross per net 

rate. mile, in ton-mile, ton-mile, 

cents. in mills. in mills. 

Miles. 

Cedar Rapids, Iowa.. Chicago... 219 21 34.71 9.61 19.18 
EAR St. Louis- . 306 24 28.38 7.86 15.69 
Sioux Falls, S. Dak... Chicago... 547 334 22.17 6.14 12.25 
. re St. Louis. . 620 334 21.28 5.89 11.75 
Hastings, Nebr....... Chicago... 628 56 32.28 8.94 17.83 
A RRS Thee St. Louis.. 552 48} 31.81 8.81 17.57 
Witchita, Kans....... Chicago... 667 584 31.75 8.80 17.54 
MN aa Ladd ns anne St. Louis.. 479 51 38.54 10.68 21.29 
Missouri River....... Chicago..." 1500 32 23.17 6.42 12.80 
re ae St. Louis.. 1325 243 27.29 7.56 15.08 
St. a | ee Chicago-— 398 25 22.74 6.30 12.56 
vere ee St. Louis.. 574 26 16.40 4.54 9.06 
Sprimeteld, | eee. ‘,. Chicago... 523 354 24.57 6.81 13.58 
BS 0y-é0-0k Wes-ees St. Louis.. 239 28 42.41 11.74 23.43 


1A verage distance. 

The proposed increase from St. Louis is 2 cents to 
each destination named in the table except Sioux Falls 
and St. Paul. To Sioux Falls the proposed increase is 
2% cents and to St. Paul there is no increase, the present 
rate being the same as class A. 

The value per ton placed upon agricultural implements 
in table No. 1 was taken from an exhibit filed by re- 
spondents containing a list of agricultural implements 
and ‘purporting to give the value of each implement with 
the average value per ton of the entire list. The pro- 


testants objected to that list upon the ground that it 
was not representative, and the respondents thereupon 
filed a supplemental list in which the average value per 
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500 
28,000 30 84.00 16.80 5.25 12.00 
28,000 32 89.60 17.92 5.60 12.80 
28,000 32 89.60 17.92 - 5.60 12.80 
ectnccnenbabedéspenns 36,200 32 115.84 23.17 6.42 12.80 - 
ee ee 146.34 29.27 6.49 10.80 
96.20 19.24 4.37 7.40 
97.08 19.42 3.64 5.50 
Rr Cee a Rape: 97.20 19.44 5.40 10.80 
398 
eka etnie Celgene semees 56.00 14.07 4.40 10.05. 
61.60 15.48 4.84 11.06 
70.00 17.59 5.50 12.56 
90.50 22.74 6.30 12.56 
Pay re Se eS Te 75.88 19.07 4.23 7.04 
ool Seay belewene teen 72 80 18.29 4.16 7.04 
A RRS ee 63.04 15.84 2.97 4.49 
72.00 18.09 5.02 10.05 
dah peanibentaaten enantio 28,000 30 84.00 16.06 5.02 11.47 
Rice tebe kee emeaiiis 28,000 32 89.60 17.13 5.35 12.24 
(Adon gh kee acaba down 128,000 354 99.40 19.01 5.94 13.58 
ignwgetinge es Risto wie’ 36,200 353 128.51 24.57 6.81 13.58 
netiebierednsessacs sis 54,200 30 162.60 31.09 6.89 11.47 
‘eeeo eat Ceusabee 52,000 233 4 122.20 23.37 5.31 8.99 
(ep nMeannthadaweate 70,600 2408 128.60 24.59 4.61 6.97 
336,000 30 108.00 20.65 5.74 11:47 


‘Minimum wright. 

‘Applies only on shipments originating in Alabama and Tennessee. 
ton was shown as $201 instead of $146.90, as shown in 
the original exhibit. To this list also the protestants 
objected, and pointed out specific errors in the values 
given. Both of these lists were taken from price lists 
and other information which had been furnished by 
manufacturers to the carriers or to the Uniform Classifi- 
cation Committee from time to time prior to the hearing. 
The protestants did not offer to furnish a list of their own. 

In the case of a mixture made up of articles varying 
so widely in kind and value as those included in the 
agricultural implement mixture it would be practically 
impossible for the carriers to have such information as 
to weighted average value as would enable them to weigh 
with nicety the value of the mixture as a factor in classi- 
fication. 

While the average value per ton of machinery is much 
greater than the average value per ton of agricultural 
implements, the average loading of machinery is about 
40 per cent greater than the average loading of agricul- 
tural implements. The average value of iron and steel 
articles is much less than that of agricultural implements, 
the average value per ton of iron and steel articles in 
group C being only about one-fourth the value per ton 
of agricultural implements. The rates on iron and steel 
articles, however, seem to be made with but little ref- 
erence to value, as the articles in groups G and H, al- 
though having a much greater average value per ton than 
the articles in Group C, take lower rates than articles in 
group C. 

It will be noted that from Chicago to Missouri River 

points, an average distance of 500 miles, the proposed 
rate of 32 cents yields a revenue per car of $89.60 and 
a revenue per car-mile of 17.92 cents, as compared with 
a revenue per car of $115.84 and revenue per car-mile of 
23.17 cents on machinery under a rate of the same amount, 
the revenue per net ton-mile being 12.80 mills in each 
case. 
On iron articles, group C, from Chicago to the same 
points the rate is 27 cents, the same as the fifth class 
rate, yielding a revenue of $146.34 per car, 29.27 cents 
per car-mile, and 10.80 mills per net ton-mile. The av- 
erage loading of iron articles is much greater than that 
of agricultural implements, the average loading of group 
C being 54,200 pounds. 

From St. Louis to Missouri River points, an average 
distance of 325 miles, the proposed rate of 24.5 cents 
would yield a revenue per car of $68.60 and revenue per 
car-mile of 21.11 cents, as compared with a revenue per 
car of $88.69 and per car-mile of 27.29 cents on machinery, 
the rate on machinery being the same as on agricultural 
implements. From St. Louis to Wichita, Kan., a distance 
of 479 miles, the revenue per car under the proposed 
rate of 45% cents would be $127.40, and the revenue per 
car-mile 26.60 cents, as compared with $184.62 per car 
and 38.54 cents per car-mile under a rate of 51 cents 
on machinery, while the net ton-mile revenue from the 
proposed rate would be 19 .mills, as compared with 21.29 


mills on machinery. 
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The protestants have introduced as exhibits compari- 
sons of earnings on agricultural implements, with earn- 
ings on other commodities, compiled from exhibits intro- 
duced by the respondents in the Western Rate Advance 
case. One of these exhibits purports to represent the 
gross ton-mile earnings and the net ton-mile earnings of 
six of the respondents on the various commodities named 
therein, including agricultural implements and machinery. 
These earnings are based on actual tonnage moved during 
several years, but no showing is made as to the average 
haul of agricultural implements as compared with the 
average haul of machinery. The territory covered by 
these comparisons also differs to some extent from the 
territory here involved. Car-mile earnings and ton-mile 
earnings are of little value for the purpose of comparing 
one rate with another unless the length of the haul in 
each case is shown. As it is conceded by protestants 
that the rates on machinery are with few exceptions the 
class A rates, it necessarily follows that in so far as 
the exhibits in the Western Rate Advance case show 
higher average earnings on agricultural implements than 
on machinery, that difference must result either from 
the fact that in the territory covered by the comparisons 
made in the Western Rate Advance case which is not 
covered by the rates here involved the rate adjustment 
differed to some extent from the adjustment with which 
we are here dealing, or that the average haul on agri- 
cultural implements in the territory covered by the com: 


‘parisons made in the Western Rate Advance case was 


shorter than the average haul on machinery in the same 
territory. If we assume that the hauls were of equal 
length the rates on agricultural implements must have 
been higher than the rates on machinery, since it appears 
from the exhibit that they yielded a higher net ton-mile 
revenue. 

Another exhibit introduced by respondents in the West- 
ern Rate Advance case, from which one of the exhibits 
introduced by protestants is taken, shows earnings of 
the Chicago, Burlington & Quincy on various commodities, 
including agricultural jmplements and machinery. This 
exhibit shows for the tonnage covered an average haul 
of 276.1 miles on agricultural implements and an average 
haul of 333.9 miles on machinery. On agricultural im- 
plements the net ton-mile revenue was 1.307 cents, as 
compared with 1.035 cents on machinery, and the car- 
mile revenue 19.2 cents on agricultural implements, as 
compared with 18.9 cents on machinery. These figures 
are for the entire system of the Chicago, Burlington & 
Quincy and cover a larger territory than that covered 
by the proposed increases of that line here involved. It 
will be noted that the average haul of machinery was 
20 per cent longer than that of agricultural implements, 
which would lead us to expect for those hauls a lower 
revenue per ton-mile and per car-mile on machinery than 
on agricultural implements. It is clear that the shipments 
of agricultural implements could not have moved under 
rates which bore the same relation to the rates under 
which the machinery moved that the rates on agricultural 
implements in the territory here involved bear to the 
rates on machinery in the same territory, unless the 
difference in the average haul be sufficient to account 
for the greater net ton-mile revenue on agricultural im- 
plements. 


The protestants suggest that the objection made to 
their exhibits taken from the record in the Western Rate 
Advance case on the ground that they cover territory in 
addition to that involved in this proceeding would apply 
equally to the exhibits of respondents to the extent that 
those exhibits purport to state the average loading of 
machinery and of iron and steel articles. There is nothing 
in the record to suggest that the average loading of 
machinery and of iron and steel articles shown in the 
exhibits of respondents is not fairly representative of the 
average loading of those commodities in the territory 
covered by the suspended schedules which we are now 
which show that such rates are lower than present rates 
considering, and the mere fact that the average was 
taken for a larger territory than that covered by the 
suspended schedule is not sufficient to impair the value 
of the comparisons made. 

The protestants also offer for comparison rates on 
agricultural implements from Chicago to eastern points, 
which show that such rates are lower than present rates 
from Chicago to western points for similar distances, but 
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agricultural implements and machinery are both rated 
fifth class in Official Classification, and the general level 
of rates in that territory is lower than that in the West- 
ern Trunk Line territory. 

The South Dakota commission, which protested on be- 
half of the farmers of that state, introduced an exhibit 
of actual shipments of agricultural implements, carloads, 
from points affected by the proposed increases during 
the calendar year ended Dec. 31, 1914, over representative 
lines, showing the points of origin, number of cars shipped 
from each point, the mileage, routing, and weight, and 
also both the present rate and proposed rate, and the car, 
car-mile and ton-mile earnings thereunder. 

This exhibit shows that under the proposed rates the 
car earnings of the Chicago, Milwaukee & St. Paul to 
Sioux Falls for an average haul of 477 miles would av- 
erage $84.11, the car-mile earnings 17.26 cents, and the 
ton-mile earnings 12.05 mills. This exhibit makes no 
comparisons of earnings on machinery, but a comparison 
of these earnings with the earnings on machinery for 
similar distances shown by respondents’ exhibits makes 
it clear that the proposed rates are reasonable if those 
rates may fairly be compared with the rates on ma- 
chinery. 

The reasons which protestants urge for low rates on 
agricultural implements apply with equal force to ma- 
chinery. One of the reasons most strongly urged against 
the proposed increase is that agricultural implements 
move in large volume throughout the year, ordinarily in 
box-car equipment, in the opposite direction to the heavy 
movement of grain and grain products, and furnish load- 
ing back to the grain fields for cars that would otherwise 
have to be sent west empty. It appears, however, that 
machinery also moves in large volume in box-car equip- 
ment in the opposite direction to the heavy movement 
of grain and grain products. 

The protestants direct our attention to the fact that 
shippers of agricultural implements are now required to 
pay for certain special transportation services for which 
no charge was formerly made, and insist that the in- 
creased revenue to the carriers which results from these 
added charges, as well as the additional burden upon 
the shippers, should be considered in determining whether 
or not this traffic should be made to bear a still greater 
part of the burden of transportation. Dunnage, which 
was formerly carried without charge, is now ineluded in 
the weight upon which the freight charges are based, 
and a charge is now made for the special service incident 
to storage in transit, whereas no charge was formerly 
made for that service. It also appears that whereas 
returned shipments of agricultural implements were for- 
merly carried at reduced rates, such implements now 
take the full agricultural implement rate. 


The carriers are attempting to place agricultural im- 
plements as far as possible on the class basis, and as 
machinery, which is fairly representative of the entire 
class A list, and moves in greater quantities than the 
agricultural implement mixture, takes class A rates, no 
reason appears why the implement mixture should not 
be placed on the same basis. 

The fact that in some cases the proposed rates are 
less than class A is not sufficient to show that respond- 
ents have not in good faith made a reasonable effort to 
bring all the rates on agricultural implements in the 
territory involved to the class A basis. A general in- 
crease of 2 cents is proposed, with class A as the mini- 
mum, and while some of the proposed rates would still 
be less than class A, the failure to propose such an in- 
crease cannot be considered inconsistent with the claim 
of respondents -that their purpose was to restore the 
rates to the class A basis as far as that could consistently 
be done. The protestants ‘do not claim that any dis- 
crimination would result from the failure further to in- 
crease the rate from Chicago to St. Paul and other rates 
which are more than 2 cents under class A, and as the 
existing relation of rates is in general proposed to be 
continued, we cannot condemn the proposed adjustment 
merely because all the rates have not been brought up 
to class A. 

The fact that the present rates have been in effect for 
many years would, in the absence of any showing as to 
the reasons for the establishment and maintenance of 
those rates, be persuasive as to their reasonableness. But 
the interstate rate from St. Louis. to the Missouri River 
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was influenced by the state-made rate between those 
points, and the Chicago rate was later established upon 
the basis of the usual differential over that rate. 

Certain increases are also proposed in the rates on 
agricultural implements to points in Louisiana, but those 
increases are considered in a later part of this report. 

From the facts of record we are of opinion and find 
that, excepting the rates to Louisiana points, considered 
in another part of this report, the proposed rating and 
increased rates on agricultural implements in carloads 
have been justified, and the orders of suspension relating 
thereto will be vacated. We are not to be understood, 
however, as finding that each individual class A rate or 
the relationship of each class A rate to other class rates 
is necessarily reasonable. 


Canned Goods. 


The rates under suspension provide for an increase of 
1 cent per 100 pounds upon canned goods in carloads in 
a large portion of Western Trunk Line territory. . 

Canned goods move on a fifth class basis in this ter- 
ritory, except where a commodity rate exists. In the 
latter case the commodity rate is the same as the fifth 
class rate or a little lower. The propose€ increases, if 
granted, will tend to equalize the commodity and class 
rates where they are not now the same. 

Some instances appear in which the proposed increase 
is more than 1 cent per 100 pounds. This is stated by 
the carriers to be an error, and that the maximum in- 
crease in any case should be 1 cent; also, that the in- 
crease should in no case exceed the fifth class rate. 

Exhibits were offered by respondents purporting to show 
rates in Western Trunk Line territory from representative 
producing centers to the principal markets therein, set- 
ting forth the application of the proposed increases. A 
comparison was also submitted of the rates which the 
Commission found justified in Merchants’ Freight Bureau 
of Little Rock vs. W., C. F. & N. Ry. Co., 27 I. C. C., 
111 (The Traffic World, June 14, 1913, p. 1253). This 
ease involved carload rates on canned goods from Iowa 
producing points to Little Rock and Fort Smith, Ark. 
The ton-mile earnings for comparable distances are found 
to be materially higher than the ton-mile earnings afforded 
by the increases proposed in the instant case. The 
increase in the cost of the product, if the proposed in- 
creases are allowed, is represented to be less than one- 
half cent upon two dozen cans weighing 2 pounds each. 

No evidence is submitted by the protestants in. oppo- 
sition to the proposed increase. 

Upon the record, we find that the respondents have 
justified the proposed increased carload rates upon canned 
LK 


COMPARISON OF RATES AND PER TON-MILE REVENUE 
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goods, provided such increased rates do not exceeed the 
existing fifth class rates and do not involve any increase 
exceeding 1 cent per 100 pounds. 

Respondents will be required to cancel any of their 
proposed rates higher than those found justified herein. 


Flue Lining. 


Flue lining in Western Trunk Line territory now’ takes 
the same commodity rates as brick. It is proposed to 
give it the same rates as sewer pipe, which is class E 
in the Western Classification. The respondents state that 
the average increase will amount to about 3 cents per 
100 pounds. The proposed change also involves a re- 
duction in the carload minimum from 30,000 pounds to 
26,000 pounds. 

The principal reasons urged by the respondents in sup- 
port of the proposed increase are, first, that it will tend 
to remove the discrimination which now exists in the 
rates based on the direction of movement of flue lining, 
inasmuch as this commodity now takes the brick rates 
upon westbound shipments in Western Trunk Line ter- 
ritory as well as from Western Trunk Line territory into 
trans-Missouri freight territory, whereaas the class E 
sewer-pipe rates generally apply upon the reverse move- 
ment, and second, because fiue lining is properly classi- 
fied with sewer pipe and its grouping with brick is im- 
proper. 


* The position of the single protestant against the pro- 
posed increase who appeared at the hearing is that flue 
lining is properly rated upon the brick basis and that the 
intrease proposed is unreasonable. 


The discriminatory feature is admitted. This, however, 
can be removed as effectively by lowering flue lining 
to the brick basis in trans-Missouri territory as by raising 
it to the class E basis in Western Trunk Line territory. 
Little testimony was presented bearing directly upon the 
reasonableness of the proposed increase. Such exhibits 
as were offered in connection with flue-lining schedules 
were furnished by the respondents and by the inter- 
vener for the purpose of proving discrimination. No 
exhibits were offered by the protestant. Upon analyzing 
the present and proposed rates, as they appear in these 
exhibits, to points in Iowa and contiguous states from 
St. Louis, Peoria and Chicago on the east, and from 
points which produce flue lining in the so-called Kansas 
gas belt on the west, it is seen from the accompanying 
table that for comparable distances the ton-mile earnings 
and the rate per 100 pounds are materially less from St. 
Louis, Peoria and Chicago at the proposed increased rate 
than from the western points. 


ON BRICK, FLUE LINING, SEWER PIPE AND CLASS E. 


Brick. Class E. Sewer pipe. 
Per 100 Perton- Per100 Perton- Per100 Per ton- 
Distance. pounds. mile. pounds. mile. pounds. mile. 


Miles. Cents. Mills. Cents. Mills. Cents. . Mills. 
274 10 ‘ 13 9.48 13 9.48 
274 10 7.3 13 9.48 13 9.48 
418 10 4.78 18 8.61 18 8.61 
acoVébboewek 418 10 4.78 18 8.61 18 8.61 
aa haoaaaeee 347 10 5.76 15 8.64 15 8.64 
nus Seanad 347 10 5.76 15 8.64 15 8.64 
chu dbeiecens 413 7.6 3.63 11 5.32 il 5.32 
PSS SK 491 11.5 4.68 16 6.51 16 6.51 
pitiacomes 386 9.5 4.92 13.5 6.99 13.5 6.99 
POT ees 297 13 8.75 13 8.75 9.5 6.39 
iwaiteerthoim 333 7.5 4.5 13.5 8.1 7.5 "4.5 
ont pee wenin 362 7.5 4.14 16 8.84 16 8.84 
cnlainianee 320 i) 5.62 10.5 6.56 10.5 6.56 
RES FA 169 6.5 7.69 8 9.46 8 9.46 
a 219 9 8.21 10 9.13 10 9.13 
ieasaawennail 404 10 4.95 13 6.43 13 6.43 
430 ° 12.5 5.82 15 6.97 15 6.97 
469 12.5 5.81 18 7.67 18 7.67 
340 7.5 4.41 ll 6.47 11 6.47 
269 6.5 4.83 10 7.43 10 7.43 
RNS Roe 358 9 5.02 12 6.70 12 6.70 
scttiekaaras 323 12.5 7.74 13 8.05 13 8.05 
oackaenseeue 349 12.5 7.16 15 8.59 15 8.59 
és nantes 388 12.5 6.44 ° 18 9.29 18 9.29 
PE aE FE 461 10 4.07 13.5 5.85 13.5 5.85 
ceed es 311 10 6.43 13 8.36 13 8.36 
hye whe 355 10 5.63 13 7.32 13 7.32 
RE 453 12.5 5.51 18 7.94 18 7.94 
nedhé Gparkare’s 479 12.5 5.21 20 8.35 20 8.35 
ms cietnires-ax 518 12.5 4.82 20.5 7.91 20.5 7.91 
nawiga manta 429 10 4.66 13.5 6.29 13.5 6.29 
Sinitedezehes 358 10 5.58 13 7.26 13 7.26 
inbbesaaed 374 10 5.29 13 6.94 13 6.94 
410 12.5 6.09 15.5 7.56 15.5 7.56 
436 12.5 5.73 17.5 8.02 17.5 8.02 
475 12.5 5.26 18 7.57 18 7.57 
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This continues to give the eastern shipping points the 
benefit of their natural advantage, while lessening the 
spread in the rates-from those points as compared with 
those of their western competitors. 

The issue in the case is thus reduced to the proper 
classification of flue lining. The respondents state that 
this article formerly took the same rates as sewer pipe 
in Western Trunk Line territory, but subsequently for 
competitive reasons was put on the brick basis, and that 
the carriers are now seeking to restore it to its proper 
status with sewer pipe. 

Flue lining is a material which is used for the inside 
lining of chimney flues. It is a hollow tubing made of 
clay. In shape it is generally rectangular or square. The 
common sizes are 8 by 8, 8 by 13, and 13 by 13 inches. 
It is manufactured in 2-foot lengths, generally with the 
same machines that make sewer pipe. 

The carriers maintain that from all classification stand- 
points flue lining bears a much closer analogy to sewer 
pipe than to brick; that, being of hollow clay construc- 
tion, it cannot load heavily without liability of breakage, 
whereas it is possible to break a car by overloading with 
brick; that on account of its fragility claims for loss 
and damage on flue lining are considerable and average 
about the same as on sewer pipe, of which claims there 
is a large and continuously increasing number, but no 
figures are submitted as to the former on account, it is 
claimed, of the relatively small movement of flue lining 
as compared with sewer pipe, and that its value is nearer 
to that of sewer pipe than to that of ordinary brick. 
These statements are made by a member of the Western 
Classification Committee, as well as by a traffic official 
representing the carriers. 

The single witness who appeared in opposition to the 
proposed increase is the traffic representative of a clay 
products concern at St. Louis. He denies that flue lining 
is fragile; he maintains that, as manufactured in St. 
Louis, it is hard, tough, and not easily broken; that his 
concern packs and braces it in cars in such manner that 
there is no chance for breakage; that their claims for 
damage are negligible; that they manufacture sewer pipe 
also and pack it similarly for shipment, and the per- 
centage of claims is as small as on flue lining; that other 
low-grade clay products, such as drain tile, hollow build- 
ing tile, clay conduits, and segment sewer blocks take 
brick rates, and no good reason exists for differentiating 
flue lining from these clay products, and that flue lining 
takes brick rates throughout Official Classification and 
southwestern territories. . 

We are not impressed with the contention that flue 
lining should-be included with the clay products herein 
enumerated, which take brick rates. These products do 
not compete with flue lining, and we see no necessity 
on the ground urged for requiring a parity of rates; and 
the propriety of the inclusion of these other clay products 
in brick rates is not in issue in this case. 

We incline to adopt the view of the respondents as to 
the nature, properties, etc., of flue lining. Moreover, the 
evidence shows that the protestant’s product is hardly 
representative of the industry in general. 

Taking all of the testimony and exhibits into consid- 
eration, it would seem not unreasonable to assess a 
higher rate for the transportation of flue lining than for 
the transportation of brick. The proposed removal of 
flue lining from the list of commodities taking the brick 
rates and the application of elass E rates thereon, will 
make for uniformity of rates in the territory involved. 

We are of the opinion and find that the carload rates 
on flue lining proposed in the tariffs under suspension 
have been shown to be reasonable, and an order will be 
entered vacating their suspension. 


Eggs. 
The rates covered by the suspended tariffs provide for 
an increase of 3 cents per 100 pounds on eggs in carloads 
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os vb eeews cas 534 11.5 4.30 16 5.99 16 5.99 
oseenieee Rens 463 11.5 4.96 16 6.69 16 6.69 
Cncceceoneds 486 11.5 4.69 16 6.58 16 6.58 
SS Poe 451 12.5  ~5.54 18 7.98 18 7.98 
oebaas bance 477 12.5 5.24 20 8.38 20 8.38 
ssopeeaiseee 516 12.5 4.84 20.5 7.94 20.5 7.94 

362 7.5 4.14 11 6.07 11 6.07 

352 9.5 5.39 13.5 7.67 13.5 7.67 

462 11.5 4.97 16 6.92 - 16 6.92 
oe eeecins saps 264 12 9.09 13 9.84 11 8.33 
ccccesscecsiec 290 12 8.27 14.5 10.00 2 8.27 
ccccccccvese 329 12 7.29 17 10.33 17 10.33 


from Kansas City territory, the Kansas groups, Omaha- 
Davenport territory, and Sioux City, Ia., to Texas com- 
mon points and the Fort Worth-Dallas group and to the 
differential territory west of Texas common points. 

In justification of the increase the carriers point to 
the situation at Fayetteville, Ark., where the third class 
rate of 86 cents prevails upon eggs to Texas common 
points: From Rogers, Ark., 20 miles north of Fayette- 
ville, on the same railroad, to the same destinations a 
commodity rate of 83 cents applies. Fayetteville is the 
point which is farthest north in the Little Rock-Fort 
Smith group taking the 86-cent rate, while Rogers is 
the point farthest south in the Kansas City group taking 
the 83-cent rate. The deviation from the long-and-short- 
haul clause of the fourth section is now protected by a 
fourth section application. 

The carriers propose to remove the deviation from the 
rule of the fourth section by increasing the commodity 
rate from Kansas City to Texas common points from 83 
cents to 86 cents. But in doing this it was found neces- 
sary to increase by a like sum of 3 cents the rates to 
Texas destinations from the other Missouri River cross- 
ings and the Kansas groups in order to preserve their 
existing rate relationship with Kansas City. The re- 
spondents also maintain that their rate structure, which 
is based on St. Louis, will be more consistent than at 
present if the increases are allowed, because the spread 
between the Kansas City and St. Louis egg rates will 
be lessened. Anticipating the objection that the devia- 
tion from the fourth section can be remedied as effectually 
by lowering the Fort Smith-Little Rock rate to the Kan- 
sas City basis as by raising the Kansas City rate to 
the Little Rock basis, respondents declared that Fort 
Smith-Little Rock points now take the third class rate, 
and if this were changed to a commodity rate and put 
upon the Kansas City basis, St. Louis shippers would 
have good reason to demand a commodity rate to Texas 
points instead of the existing third class rate, which 
commodity rate would be less than the class rate by 
the difference existing between the class and commodity 
rates from Kansas City to the same Texas destinations, 
namely, 10 cents per 100 pounds; and that if these low 
commodity rates were extended to St. Louis this might 
be followed by a corresponding extension to Chicago: and 
thence to the Buffalo-Pittsburgh line. 


The witness for the carriers states that the only object 
of the proposed readjustment on eggs is to do away with 
the feurth section deviation at Fayetteville. No attempt 
is made to justify the proposed increases from the stand- 
point of ton-mile er car-mile earnings, or by rate com- 
parisons with similarly situated points. It is admitted by 
this witness that commodity carload rates are in effect from 
St. Louis and Kansas City to Texas points upon prac- 
tically all commodities that move in carloads and that 
the movement of eggs from St. Louis is eastward, and 
not in the direction of Texas; in other words, that there 
is no competition between Kansas City and St. Louis 
on eggs moving to Texas destinations. In view of these 
statements it would seem that the objection of the car- 
riers to the removal of the fourth section deviation at 
Fayetteville by according Kansas City rates to the Little 
Rock-Fort Smith group, in so far as such obligation is 
based upon possible competition from St. Louis, has very 
slight foundation in fact. Furthermore, the proposed in- 
crease covers points of origin in large sections of five 
states, and destinations as far. west as El Paso, Tex., over 
lines of railroad where it is obvious that no fourth section 
question is involved. 


The protestant shows that the average car-mile earnings 
on eggs for the Santa Fe system during 1913 were 17.54 
cents for an average haul of 745 miles and 16.82 cents 
during 1914 for an average haul of 692 miles, whereas 
the car-mile earnings under a rate of 83 cents from the 
Little Rock-Fort Smith group to Texas common points, 
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assuming that the fourth section deviation be remedied 
by giving this group the Kansas City rates, and assuming 
the average haul to be 400 miles, as appears from the 
protestant’s exhibits, are 44 cents per car-mile. From 
Kansas City points to Texas points, assuming the aver- 
age haul to be 650 miles, the car-mile earnings at the 
rate of 83 cents are shown to be 29.3 cents. Several 
other exhibits were submitted by the protestant for pur- 
poses of comparison tending to disprove the reasonable- 
ness of the proposed increases. Their relevancy is some- 
times more apparent than real and undue weight has 
not been accorded to them: 

Upon all of the facts of record we are of the opinion 
that the respondents have failed to justify the reason- 
ableness of the proposed increased rates on eggs, and 
they will be required to cancel the suspended tariffs. 


Cider and Vinegar. 


The tariffs under suspension herein cover proposed in- 
creased rates on cider and vinegar in certain portions 
of Western Trunk Line and trans-Missouri territory which 
may be representatively set forth as follows: From 
manufacturing points in Arkansas to points in Kansas 
and southwestern Missouri and to Missouri River points 
the increases vary from 2 cents to 7 cents per 100 pounds; 
from Missouri River points to points in southeastern Kan- 
sas and southwestern Missouri, 7 cents per 100 pounds, 
effected by restoring the fifth class rate; from Missouri 
River points and Topeka, Kan., to central and western 
Kansas jobbing points, 5 cents, and from Nebraska fac- 
tory points to Kansas destinations, 5 cents, with through 
fifth class rates or combinations of locals as a maximum. 

This is a proposed readjustment of interstate rates to 
Kansas and Missouri on cider and vinegar. The circum- 
stances leading to the proposed increases, as developed 
from the rate situation in Kansas during several years, 
are thus summarized from the testimony of one of the 
respondents’ witnesses: Prior to 1906 fifth class rates 
on cider and vinegar prevailed interstate to Kansas as 
well as intrastate in Kansas. In that year a differential 
of 7 cents under fifth class was established from Kansas 
City, Mo., to southeastern Kansas to meet the Topeka, 
Kan., intrastate rate to the same destinations. Subse- 
quently, in response to pressure from western Kansas 
jobbers, as well as from those at Kansas City, who rep- 
resented that western Kansas was entitled to the same 
differential, the carriers extended the differential to 
western Kansas. The reduction of these intrastate rates 
was followed by similar reductions in rates to Kansas 
from producing points in Arkansas and Nebraska. There- 
upon vinegar producers of southern Kansas complained 
to tneir state commission of discrimination against them, 
in that manufacturers at interstate points enjoyed special 
commodity rates on vinegar shipped into Kansas while 
their own shipments'\ moved fifth class. The record shows 
that at the conclusion of the hearing before the public 
utilities commission of Kansas the carriers were informed 
by the commission that it was preferable to have com- 
modity rates increased from interstate points to Kansas 
rather than to establish a low schedule of state com- 
modity rates from southern Kansas vinegar producing 
points. The carriers state that they finally arranged for 
a rate adjustment which was satisfactory to the state 
commission. This readjustment was not, however, to 
become effective until corresponding changes were made 
in the interstate rates. These corresponding changes are 
now in question in this proceeding. 


Much emphasis is laid by the respondents upon the 
fact that cider and vinegar are rated fifth class in the 
Western Classification and that in most instances the 
proposed new rates are upon that basis. Special impor- 
tance is attached to the fact that the rate from Kansas 
City to southeastern Kansas was originally on the fifth 
class basis, and that the proper solution of the difficulties 
which resulted in consequence of a departure from that 
basis is to restore the original status. This position 
is weakened, however, by the showing made by the 
protestants that commodity rates 7 cents under fifth class 
prevailed from the Mississippi River and Chicago. to 
southeastern Kansas prior to the publication of the same 
differential from Kansas City, the protestants maintain- 
ing that the Kansas City commodity rate to southeastern 
Kansas had been made to conform with the basis from 
the Mississippi River and Chicago, and not solely on 
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account of the situation at Topeka, as claimed by the 
respondents. 

The only evidencé submitted by the respondents in 
justification of the proposed increases is contained in two 
exhibits, one of which shows distances and the present, 
proposed and fifth class rates from Kansas City, Mo., 
Omaha, Neb., Rogers and Siloam Springs, Ark., Falls 
City, Neb., and Hutchinson and Wichita, Kan., to repre- 
sentative destinations in Kansas and Missouri. The other 
is a table of rates and of revenue per car and per car- 
mile upon vinegar to five representative destination points 
in Kansas and Missouri, as compared with similar data 
on soap, canned goods, syrup, wrapping meer. and roofing 
paper, all of which move fifth class, isas City 
and Omaha. 

The first exhibit affords a comparisor « 
but it has little probative value or 
reasonableness. So far as the other ex] red 
in which comparisons are made with nnoN 
other commodities, it can hardly be eonsthesed, where 
so many different rates are involved, that data of this 
character covering the movement from the two points 
which are offered for comparison supply sufficient informa- 
tion to permit an adequate consideration of the subject. 
Of all the articles which are classified fifth class, the 
selections made by respondents for purposes of analogy 
to the movement of cider and vinegar do not appear to 
be closely comparable. No information was furnished 
as to the relative transportation conditions, such as the 
density of traffic over the selected routes and the char- 
acter of equipment necessary, or as to such factors as 
the volume of movement of the selected commodities, 
liability to damage, comparative value, or other elements 
proper for consideration in making rate comparisons. 

One of the protestants testified that 90 per cent of the 
vinegar used in all parts of the country is produced at 
Chicago and points east thereof; that very low rates are 
in effect from these eastern points, the rate from Chicago 
to Kansas City being 22% cents per 100 pounds for a 
distance of 458 miles, and that no increase is sought to 
be made in this rate. It is similarly contended that no 
increases are proposed to Kansas City or western Mis- 
souri from Mississippi River points. In other words, the 
contention is that no consistent class readjustment is 
being accomplished by the proposed new tariffs, and that 
if the proposed increases are allowed to go into effect 
it will result in discrimination against Kansas City in 
favor of points east thereof; and inasmuch as the rate 
structure from Kansas City to southeastern Kansas is 
the foundation of the system of increases under suspen- 
sion, if these are found not justified the entire proposed 
rate structure falls. 

We are of opinion that the rates on cider and vinegar 
herein under suspension have not been shown to be rea- 
sonable, and an order will be issued requiring the can- 
cellation thereof. 


Certain schedules under suspension herein include pro- 
posed increases on cider and vinegar from Arkansas 
points to St. Louis and points east thereof, also from 
St. Louis, Peoria, Chicago and St. Paul common points 
to points in Kansas, Nebraska and Missouri. As no 
testimony in justification of these proposed increased 
it follows that (> schedules will be 
ordered canceled. 

The tariffs under suspension ine lu pro! da 
cellation .in the case of northbo ) 
exception to the Western Classific:'i 
vinegar a rating in classes C and | 
Arkansas. The record is not clear as iv ’ 
the proposed cancellation. Witnesses for respondents 
have stated that the application of the exception north- 
bound is inoperative on account of the existence of com- 
modity rates northbound. It does not appear, however, 
that these rates may not in some cases be applicable 
at points where no commodity rates exist. The cancella- 
tion of the exception has not been justified. 


Bauxite Ore. 


The proposed rates apply from Arkansas points in the 
vicinity of Little Rock and Hot Springs, the principal 
movement being from Bauxite, Ark. The increase pro- 
posed is uniformly 20 cents per.gross ton. The destina- 
tions and basing points to which these rates apply are 
located in different parts of the country, the most im- 
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portant of these points from the standpoint of volume 
of this traffic being East St. Louis, Il. 

The rate to that point, under which about 80 per cent 
of the traffic moves, is $2.20 per gross ton, and it is 
proposed to increase that rate to $2.40 per gross ton. 
The proposed rates per gross ton to eastern basing points 
are: Baltimore, $6.18; Boston, $7.18; Philadelphia, $6.28, 
and New York, $6.28, these rates being constructed on 
the basis of $2.40 to East St. Louis plus the divisions 
demanded by the eastern lines. It appears, however, 
that the Arkansas lines have directed their agent to 
publish rates to the eastern points named which are 
lower than the existing rates to those points except that 
the ary —— er to be published to New York is 
‘ than the present rate to that point and 
than the rate named in the suspended 

vas stated by respondents at the hearing 

would now be stated in the tariffs but 

sion’s rules governing the amendment of 

iarifis under suspension. The changes in rates to eastern 

points thus proposed are due to the desire of the lines 

east of St. Louis to readjust their divisions for the 

purpose of bringing about a more equitable relationship 
of rates to the eastern points named. 

A rate of $4.95 to Niagara Falls became effective in 
1908, but that rate was reduced to $4.50 in October, 1909, 
and subsequently increased to $4.62, while the rate now 
proposed is $4.82. 

The points to which the proposed rates apply, the pres- 
ent rate, the proposed rate, and the distance to each point 
are shown in the following table: 


RATES ON BAUXITE ORE, CARLOADS, MINIMUM WEIGHT 
MARKED CAPACITY OF CAR, BUT NOT LESS THAN 
40,000 POUNDS, FROM BAUXITE, ARK. 

(Rates per ton of 2,240 pounds.) 


eS ¢ ' 
A te 


Present Proposed 


To— gg Rate. rate. 
iles. 

TI oo 523s ost et FI one ans VOR ena e cee 955 $5.08 $5.28 
Bic nc bce pene Soeur tek acaaceecbn 637 3.22 3.42 
asa cs the wicca sian Deine ackigimn oa 1,238 5:98 6.18 
IE Bo coon ee seca oi bsg i weace ehh nae 898 5.08 5.28 
Ns oc 5 cn4 caste kawaecd citemtwncaien 1,590 6.98 7.18 
TE sind stds nS gy Gai 0:9 Adib dean che E ae 1,091 4.62 4.82 
a rn ch icae nasoneied selbane bobeneas tes 302 2.20 2.40 
Ec. cin aig 55.00 ow isienleeecwucunases 362 2.20 2.40 
SN ea th cls diab anavioltscagneeaas ane an 1,300 6.08 6.28 
IE 5 a5 < os 00:cinositeanis shee clescle cate 640 3.10 3.30 
oS Serre reer ee 645 3.10 8.30 
Coffeyville, BN 3c thd TbCNN< tKRS LTS ioileedeabay 341.5 2.40 2.60 
RG i ab oboe aes kalccccbweadugesne 856 4.40 4.60 
OS A Se ee er eee ee eee ee 1,051 4.62 4.82 
oak de wateinons aco aeeh ren keadscmaie 365 2.20 2.40 
_ oa SS er rer ae eee 375 2.20 2.40 
Ne 8 Eten actin bie 1,003 4.62 4.82 
aon Te licgheny St ee eae ae re rer 961 5.08 5.28 
I sk ceo abcess pach eves rede ysdervcasenneze 615 3.10 3.30 
PE INES cid acc an 0 S040 6s eR eo od canned sewerscas 341.5 2.40 2.60 
erie er > FS 1,405 6.08 6.28 
London, Ontario Bachar eicts de wnecsey e csae- aes oak ee eed a 972 5.08 5.28 
Memphis, Is a 6 hatch Sorina aye aes rea aie eal 155 1.50 1.70 
en sen slunsasdeeicenPednseencasswie 978 5.08 5.28 
Fe eee Sr 1,402 6.08 6.28 
pS a err 1,113 4.62 4.82 
oc olach oct aiekapakeeekoewws een 1,311 6.08 6.28 
I os coved Lewsice’ anGeaescacneed cee 955 5 08 5.28 
St. ay _ ers cadi w eek tent onds ayn anaes wbewles 368 2.20 2.40 
aed is chien sas soanceesoemokaewine 1,202 5.98 6.18 
Valley Sisto. RE Oe ES eRe cies 370 2.20 2.40 
PUEDES. cn citns ans cmbeticrRiesctunsctarnons 903 5.08 5.28 


Bauxite is produced in only four states in this country. 
More than 75 per cent of that production is in Arkansas, 
the. other three states in which bauxite is produced being 

"ahama and Tennessee. Georgia ranks second 
luc n, ¢ Georgia and Alabama produce jointly 
c cent of the total production in the 
production varying from year to year. 
ction has been gradually increasing. The 
produ in 1944 was 219,318 gross tons, as compared 
with 52,167 gius. tons in 1908. The Arkansas mines are 
practically within a circle not over 30 miles in diameter, 
and are near Little Rock. The protestants of record 
are the Aluminum Co. of America, hereinafter called the 
aluminum company; Aluminum Ore Co.; American Baux- 
ite Co.; the Republic Mining and Manufacturing Co.; 
the Globe Bauxite Co.; the Laclede-Christy:Clay Products 
Co.; the Norton Co.; Superior Chemical Co., and Water 
Softening & Purification Works of Columbus, O. 

The Aluminum Ore Co. and the American Bauxite Co. 
are subsidiary companies of the aluminum company, and 
the Republic Mining and Manufacturing Co. is closely 
affiliated with that company. 
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Bauxite is also produced in various countries other 
than the United States, but principally in France, India 
and South America. The bauxite produced in this coun- 
try has thus far come in serious competition only with 
that from France. The imports of bauxite have fluctuated 
greatly. In 1911, 43,222 tons were imported;-in 1912, 
26,214 tons; in 1913, 21,456 tons, and in 1914, 24,844 tons. 
The protestants claim that the European war greatly cut 
down the importation in 1914. 


While bauxite is usually called an ore, it has no spe- 


. cific listing either as an ore or a clay, but it has the 


appearance of a clay. From bauxite is made the metal 
aluminum, sulphate of alumina, commonly called alum, 
fire brick and alundum, which is used to make grinding 
wheels similar to emery wheels. 

A carload of bauxite consists largely of lumps of vari- 
ous sizes, but some of the ore becomes finely powdered 
in handling. Box cars are required for the traffic, but 
cars of a high grade are not ordinarily used. The mini- 
mum weight is the marked capacity of the car, but in 
no event less than 40,000 pounds, and the average loading 
is shown to be 73,696 pounds, cars being usually loaded 
9 per cent in excess of marked capacity. 

It is claimed by the respondents that bauxite -does 
great damage to the cars in which it is shipped, for the 
reason, as they assert, that the powdered bauxite pushes 
out the sides and ends of the cars, but the protestants 
deny this, and it is not established by the evidence. 

Of the uses of bauxite named in the record, the prin- 
cipal one is the making of aluminum, and the aluminum 
company, the largest manufacturer of aluminum, through 
subsidiary companies owns mines in Arkansas and in the 
other three states in this country in which bauxite is 
produced, its investment in Arkansas amounting to about 
$1,250,000. From 90 to 95 per cent of the production in 
Arkansas is by that company. The value of domestic 
bauxite f. o. b. cars in Arkansas ranges from $4.70 to 
$5.50 per ton. The value of French bauxite, which is 
shown to be superior in quality to the American bauxite, 
is stated in the record as: $3.94 per ton in 1913. While 
the value of bauxite ore has increased, the value of 
aluminum has greatly decreased since it was first pro- 
duced. Under the Dingley tariff a duty of $1 per ton 
was imposed upon foreign bauxite, but that duty was 
removed by the present tariff law,-which went into effect 
Oct. 1, 1913. As bauxite is contraband, its importation 
has been virtually cut off by the European war. The 
protestants, however, predict that when the war ends 
the French bauxite will be imported in larger quantities 
than ever before, and also that bauxite from South Amer- 
ica and India will soon enter this country in active com- 
petition with the domestic product. Under the existing 
freight rates from the Arkansas mines the French bauxite 
has been able to compete with the Arkansas bauxite 
as far west as Pittsburgh. Georgia bauxite pays a rate 
of $2.75 per gross ton to East St. Louis, a distance of 
592 miles. 


A large part of the bauxite mined in Arkansas is shipped 
to the concentrating plant of the Aluminum Ore Co. at 
East St. Louis, and from that point the larger part of 
the concentrate is shipped to Niagara Falls, where it is 
converted into aluminum. Some bauxite is shipped from 
the Arkansas mines direct to Niagara Falls, and there 
converted into alundum, which is then shipped to Worces- 
ter, Mass., where it is used to make grinding wheels., 

The mines at Bauxite are served directly by the Baux- 
ite & Northern Railway, the connection of which with 
the Rock Island is at Gibbons, 0.7 of a mile from the 
mines of the aluminum company, which owns the Baux- 
ite & Northern Railway through stock ownership, and the 
connection with the St. Louis, Iron Mountain & Southern 
is at Bauxite Junction, a distance of 2.4 miles from the 
same mines. The movement of bauxite ore from Bauxite 
began about the year 1900, but at that time there was 
no concentrating plant at East St. Louis, and the rates 
were made to eastern cities. About 1902 the concentrat- 
ing plant at East St. Louis was constructed and appli- 
cation was made to the carriers for a low rate to that 
point for the development of the traffic, the necessity of 
meeting the competition of the Georgia mines and also 
the competition of French bauxite being urged as one 
reason for such a rate. It was represented by the alumi- 
num company at that time that the value of bauxite 
f. o. b. cars Arkansas was about $2.50 or $3 per ton. A 
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rate of $1.80 was established in 1903, that rate being 
made up of the lowest amount which the Rock Island was 
willing to accept to Memphis, plus the lowest rate which 
the Illinois Central was willing to accept from Memphis 
to East St. Louis. It is claimed by the pretestants. that 
under that rate the carriers absorbed the switching 
charges at each end of the line, but that is disputed by 
the carriers, and the record leaves the matter in doubt. 
That rate was also established by the Iron Mountain, but 
with the express reservation of the_right to increase the 
rate when business conditions should justify an increase, 
but only after giving to the aluminum company oppor- 
tunity to be heard. In 1907 or 1908 the carriers gave 
notice to the aluminum company that the rate of $1.80 
was not compensatory and that they desired to establish 
a rate of $2.70 per ton, and thereafter a rate of $2.20 per 
ton was established. 

It is suggested by respondents that this rate was prob- 
ably a compromise, while the aluminum company says it 
“reluctantly agreed” to the advance, as it could do nothing 
else. Out of that rate the Bauxite & Northern is al- 
lowed a division by the Rock Island of 8 cents per ton 
and by the Iron Mountain of 12 cents per ton. When 
the rate was first established it did not cover the cost 
of delivery at East St. Louis, but in 1909 one of the 
railroads at East St. Louis began to absorb the switching 
charge of the delivering line, and the other lines then 
met the competition. Since that was done all the lines 
have made free delivery at East St. Louis. It was sug- 
gested by a witness for respondents that a short time 
before the carriers began to make free delivery at East 
St. Louis the aluminum company applied for a reduction 
of the rate, and that the absorption of the switching 
charge at East St. Louis may have been conceded as a 
compromise. The Iron Mountain in addition to the 
switching charge which it now absorbs at East St. Louis 
formerly absorbed an additional switching charge of $3 
per car, later reduced to $2.50 per car, which it paid to 
the. Mobile & Ohio Railroad, but the Aluminum Ore Co., 
by the building of the Alton Southern Railroad, a belt 
line, has enabled the Iron Mountain to dispense with the 
payment of that charge. 

After the rate of $1.80 to East St. Louis was estab- 
lished the rates to eastern basing points were made, and 
have ever since been made, on the basis of the rate to 
East St. Louis, plus the divisions of the lines east of 
East St. Louis. The Rock Island claims that at the time 
the rate of $1.80 per ton was established it had but little 
tonnage in Arkansas, and was willing to do almost any- 
thing to develop traffic. 


The traffic which the St. Louis, Iron Mountain & South- 
ern handles is moved by that line from Bauxite Junction 
to East St. Louis, and the traffic which the Rock Island 
handles is moved by that line from Gibbons to Memphis, 
and there delivered to the Illinois Central, or is taken 
by the Rotk Island to Bridge Junction, Ark., opposite 
Memphis, and there delivered to the St. Louis & San 
Francisco Railroad. The Rock Island, prior to 1913, op- 
erated a boat across the river at Memphis, but since that 
time it has operated over the bridge of the Kansas City 
& Memphis Railway & Bridge Co., to which it pays a 
bridge toll of 1% cents per 100 pounds. Flood conditions 
have compelled the Rock Island to move its terminals 
bac« from the river for a distance of about 5 miles, and 
this accounts for the fact that it has ceased to operate 
the transfer boat which it formerly operated. When the 
traffic moves up the west side of the river over the St. 
Louis & San Francisco Railroad it pays at St. Louis a 
bridge toll of 144 cents, which is also absorbed by the 
carriers. 

The short-line distance from Bauxite to East St. Louis 
via the Bauxite & Northern and the Missouri division 
of the St. Louis, Iron Mountain & Southern is 375 miles. 
The distance via the Bauxite & Northern, the Rock 
Island and the Illinois Central is 474 miles, and via the 
Bauxite & Northern, the Rock Island, and St. Louis & 
San Francisco is 457 miles. 

The proposed rate of $2.40 per gross ton to East St. 
Louis is the equivalent of $2.14 per net ton and yields 
a net ton revenue per mile of 5.7 mills for a haul of 375 
miles. Out of that rate is absorbed the East St. Louis 
switching charge of 10 cents per net ton and the bridge 
toll of 30 cents per net ton, leaving a net ton-mile revenue 
of 4.64 mills. 





‘ton-mile revenue of 9.6 mills. 


a 
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To justify this rate the respondents offer for comparison 
a rate of $2.35 per net ton on coal from Illinois mines 
on the St. Louis, Iron Mountain & Southern to Bauxite 
for an average distance of 354 miles, which yields 6.6 
mills per ton-mile. This rate became effective Sept. 30, 
1915, pursuant to our order in the Western Rate Advance 
case approving an increase of 10 cents per ton in the 
rate. The former rate of $2.25 per ton yielded a ton-mile 
revenue of 6.3 mills. The average loading of coal from 
the Illinois mines is about 76,000 pounds. 

The record shows also a rate of $3.60 per net ton on 
cement from East St. Louis to Bauxite, yielding a net 
In Little Rock Chamber 
of Commerce vs. St. L., I. M. & S. Ry. Co., 26 I. C. C., 
341 (The Traffic World, April 5, 1913, p. 744), we found 
that a rate of 17 cents per 100 pounds, or $3.40 per ton, 
on cement from St. Louis to Little Rock was not unrea- 
sonable. The evidence in that case indicated that the 
average loading per car was about 21 tons, and we said 
that average car earnings of $71.40 for a haul of 349 
miles were not unreasonable. Here the average car earn- 
ings on bauxite for a haul of 375 miles would be $78.95 
under the proposed rate. This, however, is for an average 
load 75 per cent greater than that of cement in the case 
cited, the ton-mile revenue from the cement rate being 
9.7 mills, as compared with 5.7 mills from the proposed 
rate on bauxite. The record shows that the value of 
cement ranges from $5 to $8 per ton. While the rate 
in one direction is not always a fair test of what the 
rate should be in the opposite direction, there is no 
suggestion in the record of any reason for higher rates 
from East St. Louis to Arkansas points than in the op- 
posite direction, while it does appear, on the contrary, 
that the preponderance of the movement of empty cars 
between those points is from East St. Louis. 

The protestants offer for comparison a rate of $3.70 
per gross ton on bauxite concentrate from East St. Louis, 
Ill, to Maryville, Tenn., a distance of 609 miles, the 
average loading being 84,906 pounds. This rate yields 
a revenue per car mile of 23 cents, as compared with 
a revenue of 21.2 cents per car-mile which the proposed 
rate on bauxite ore from Bauxite to East St. Louis would 
yield. Other things being equal, the carriers would be 
entitled to a somewhat greater revenue per car-mile for 
the haul from Bauxite to East St. Louis than for the 
longer haul from East St. Louis to Maryville, and not- 
withstanding the heavier loading and greater value of 
the concentrate we think the comparison tends to justify 
rather than to condemn the proposed rate on the ore 
from Bauxite to East St. Louis. 

No facts appear in the record from which we can 
determine whether or not the rates to points north and 
east of East St. Louis which are higher than the rate 
to that point are reasonable. 

The only points of destination involved which 
are west of East St. Louis are St. Louis, Mo., 
Carondelet, Mo., Joplin, Mo. and Coffeyville, Kan. 
The proposed rates to St. Louis and Carondelet 
are the same as the proposed rate to East St. 
Louis, and the distance to each point is substantially 
the same as the distance to East St. Louis. The short- 
line distance from Bauxite to Joplin is 341.5 miles and 
to Coffeyville the same, and the proposed rate to each 
of these points is $2.60 per gross ton. While the dis- 
tances to these points are less than the distance to East 
St. Louis, the rate proposed is higher than the rate 
proposed to East St. Louis. The record does not show 
that transportation conditions from Bauxite to Joplin ana 
Coffeyville are so unfavorable as compared with trans 
portation conditions from Bauxite to East St. Louis ag 
to justify a higher rate for the shorter distance. y 

The only other rates involved are the rates to Cairo 
and Memphis. While the distance tea Cairo, which takes 
the same rate as East St. Louis, is considerably less 
than the distance to that point, and the proposed rate, 
if it applied to Cairo alone, might be considered too high, 
we cannot say that it is unreasonable as a group rate. 
The distance to Memphis from Bauxite is 155 miles and 
the proposed rate is $1.70 per gross ton. This rate is 
properly related to the proposed rate to East St. Louis. 

Those protestants who are consumers merely of bauxite 
say that if the proposed rates should become effective 
they would be compelled to seek some other field of 
production than Arkansas, while the principal owners 
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of the Arkansas mines, who are also consumers, say 
that in the event of the increase of rates as proposed 
they would either have to move their bauxite from Arkan- 
sas by water or procure bauxite from some other source, 
and they insist that as they made their investments in 
the expectation that the freight rates would not be in- 
creased the respondents ought not to be permitted to 
make a further increase after having made an increase 
of 22 per cent in 1908. The fact, howeyer, that invest- 
ments have been made in the expectation that existing 
rates would be continued in effect cannot be considered 
in determining the reasonableness of proposed increased 
rates. Southern Pacific Co. vs. Interstate Commerce Com- 
mission, 219 U. S., 433. : 

In-Chattanooga Log Rates, 35 I. C. C., 163, 168 (The 
Traffic World, Aug. 14, 1915, p. 394), we said: 

However reluctant the Commission may feel to sanction 
changes in rates which tend to impair or destroy the value of 
investments made in expectation of their continuance, it can- 
not on that ground deny the carriers the right to charge rates 
which are just and reasonable. 

Both parties have placed in the record many rates 
which are of no value for comparison, for the reason that 
there is no showing whatever either as to the movement 
of traffic under the rates or as to the similarity of traffic 
or transportation conditions. 


From the facts of record we conclude and find that the 
respondents have justified the proposed rates on bauxite 
to East St. Louis and to other points to which the same rate 
is named in the suspended schedules and also the pro- 
posed rate to Memphis, but we further conclude and find 
from the facts of record that the other rates proposed 
have not been justified. These findings, however, are 
without prejudice to or approval of the readjustment of 
rates to eastern points which it was announced at the 
hearing would be made. An appropriate order will be 
entered. 


Boots and Shoes, Leather, and Boot and Shoe Findings. 


Under this heading there are included boots and shoes, 
leather, shoe stays, boot and shoe lasts, and other ar- 
ticles that come under the general caption of boot and 
shoe findings. The list embraces about 65 articles. The 
inereased rates proposed upon them are generally less 
than carload, and apply for the most part between boot 
and shoe manufacturing points in central Missouri and 
St. Louis, Chicago, Milwaukee and Missouri River points, 
including Kansas City and Omaha. 


The purpose and effect of the proposed change, as 
stated by the respondents, is to restore these commodi- 
ties to their proper classification basis. Boots and shoes 
are rated first class, in any-quantity lots, in the Official, 
Western and Southern classifications. The amount of the 
increase in the less-than-carload rates is usually consider- 
able. An increase of 2% cents per 100 pounds is proposed 
in the carload rate upon the item of leather between in- 
terstate producing points and Missouri factory ‘points. 

The respondents testify that boot and shoe manufac- 
turing in central Missouri probably had its inception in 
Jefferson City on account of the favorable industrial con- 
ditions obtaining throughout that section. Freight rates 
were put upon a low level to enable the manufacturers 
at that point to build up their business. Low commodity 
rates were put in, both upon carload and less-than-carload 
quantities, on the raw materials inbound and the finished 
product outbound. These rates, it is now represented, 
were never intended to be permanent. As this class of 
articles moves generally on a first-class basis, the carriers 
now seek to return to that basis. They contend that if 
these articles continue to take a less-than-carload com- 
modity rate they are in danger of laying themselves open 
to a charge of discrimination in that they do not extend 
less-than-carload commodity rates to other materials, the 
normal movement of which is in less-than-carload quanti- 
ties. It was also maintained that the tariffs under sus- 
pension herein had been agreed upon with the boot and 
shoe manufacturers as satisfactory to them, and that 
in view of the rates on carload quantities, which are much 
lower than the class rates, the proposed increase on less 
than carloads to the class basis should be allowed. 

A single protestant against these schedules appeared at 
the hearing. His attack was directed against the pro- 
posed rates upon leather and other boot and shoe material. 
He endeavored to establish that the proposed increases 


- 
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are in effect discriminations against the small manufacturer 
in favor of certain large manufacturers, who can individ- 
ually or collectively ship in carloads. The existing car- 
load rate on boot and shoe findings from St. Louis to 
Jefferson City is 9 cents, while the present less-than- 
carload rate on the same articles is 17% cents, the num- 
ber of different kinds of articles subject to such rate be- 
ing 65. Under the proposed new tariff these articles take 
class rates varying all the way from $1.125 down to 22% 
— for the haul from St. Louis to Jefferson City of 125 
miles. 

While asking for these increases, no effort is made to 
increase the admittedly low carload rate of 9 cents for the 
same haul, which is effective upon these same articles. 
In other words, upon the basis of a shipment rated first 
class under this schedule, which will cover the greater 
number of the articles, the rate being 45 cents per 100 
pounds, it will cost the small manufacturer as much to 
ship a consignment of 4,000 pounds as it will his large 
competitor for a carload of 20,000 pounds at 9 cents. It 
was also developed upon the hearing that the manufac- 
turers who had consented to the proposed increase in the 
less-than-carload rates were interested in the maintenance 
of the 9-cent carload rate; so long as this is maintained, 
it is obviously to the interest of the large manufacturer 
that the spread between the carload and less-than-carload 
rates be as great as possible. 

While the proposed less-than-carload rates upon boots 
and shoes were net opposed at the hearing, we hold that 
what has been said with regard to the discriminatory 
character of the proposed less-than-carload rates upon 
boot and-shoe findings is also applicable to the proposed 
increases in the rates upon boots and shoes. An examina- 
tion of the exhibits of respondents will show.that the 
present less-than-carload rate on boots and shoes from 
Jefferson City to St. Louis is exactly double the carload 
rate. It is proposed to increase the discrepancy by rais- 
ing the less-than-carload rate from 30 cents to 45 cents. 
Since the carload rate remains at 15 cents, the less-than- 
carload rate will be three times the carload rate if the 
rate under suspension is allowed. Practically the iden- 
tical situation will be found to exist with respect to the 
present and proposed rates to Chicago. The following 
table sets forth these comparisons: 


To To 
From Jefferson City. St. Louis. -Chicago. 
Cents. Cents. 

I ic. cds nthada déebtbihngs an bt aasseiibe ata 15 25 

Pe rer ere 30 49 

Present spread between carload and less than carload.... 15 24 

Proposed carload (same as present) ...........ese+eeeees 15 25 

Preposed leas that Carloaa. .....2.6scccsccsccechscccesses 45 71 
Spread under proposed rates between carload and less 

MIN gs 6-044 56300 060uds.ddensnns tepoecsdbeatass 30 46 


As no adequate justification appears for the proposed 
increases in the less-than-carload rates in the tariffs under 
suspension herein covering boots and shoes and boot and 
shoe findings, including all materials used in the manufac- 
ture of boots and shoes, these proposed less-than-carload 
rates will be ordered to be canceled. The present carload 
rates are represented as being unusually low and non- 
compensatory, and this was not contested at the hearing. 
The slight increase of 21% cents per 100 pounds in the 
carload rate upon leather which is proposed will have a 
tendency toward decreasing the existing spread between 
the carload and less-than-carload rates. The carload rates 
now under suspension in the above tariffs we find to be 
justified, and they will be permitted to become effective, 
except the proposed increases in the carload minima from 
15,000 pounds to 20,000 pounds, which we find not justified. 


Dried and Evaporated Fruits 


The tariff under suspension involves proposed increases 
in the rates on dried and evaporated fruits from produc- 
ing points in Arkansas and Oklahoma to points of destina- 
tion in the three Kansas groups, Nebraska, Iowa, Minne- 
sota and Illinois,.also to Missouri River points, St. Louis 
and points taking the same rates or basing thereon, and 
Memphis, Tenn. At the hearing the controversy narrowed 
down to rate comparisons between producing points in 
northwestern Arkansas. and the above enumerated mar- 
kets, especially the Kansas City, St. Louis and Memphis 
gateways. 

The respondents claim that the present rates on dried 
and evaporated fruits were established many years ago 
in order to encourage the fruit-growing industry, and 
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were upon a much lower basis than was warranted by the 
transportation service which they represented, and if con- 
tinued will be discriminatory as against all other com- 
modities moving from and to the same points. The car- 
riers complain that they have been moving this business 
to the basing points, St. Louis and Kansas City, at ap- 
proximately the rate on lumber. In making their present 
readjustment they give Kansas points a differential of 10 
cents over Kansas City on carloads, which results in some 
cases in a reduction of 3 cents per 100 pounds from the 
present rate, and in all other cases they provide for an 
increase of 5 cents per 100 pounds in the existing car- 
load commodity rate. The less-than-carload rates are in- 
creased to the third-class basis, which is the rating given 
this commodity in less than carloads, in the Official, South- 
ern and Western classifications. 

The protestants are packers and producers of fruit in 
northwestern Arkansas. They submitted various exhibits 
tending to show the injury which would result to the fruit 
industry if the new rates should become effective. They 
ship both in carloads and less than carloads, in about the 
ratio of 2 to 7. The particular complaint is against the 
proposed less-than-carload rates, which, as shown by ex- 
hibits, are increased in varying ratios. From Rogers, 
Ark., a representative shipping point, to representative 
destinations, the proposed increase will average about 59 
per cent. Uncontroverted evidence offered by the carriers 
was to the effect that the existing rates, both carload and 
less than carload, are unduly low. But no data, other than 
the readjustment to the class basis under which these 
commodities generally move in Western and Southwestern 
territories, are submitted for the determination of what is 
a reasonable rate. The exhibits for the most part are 
directed toward setting out existing industrial and com- 
mercial conditions, including the competition which 
protestants now have to meet from New York, California 
and the Mississippi River. The claim is. made by protes- 
tants that the increase, especially in the less-than-carload 
rates, will necessarily curtail either their existing mar- 
kets or their profits. 

“It is well settled that we may not make the needs 
of the shipper the basis for reasonable transportation 
rates.” Advances in Rates on Cooperage, 24 I. C. C. 
656, 659 (The Traffic World, Oct. 26, 1912, p. 591), citing 
Southern Pacific Co. vs. I. C. C. 219 U. S. 433. 

The fact that a readjustment of certain rates heré in 
question which have been in existence for a considerable 
period will necessitate an increase should not preclude 
the establishment of the proposed increases if they are 
seasonable. In advances in Rates on Cooperage, supra, 
the Commission said: 

The lower rates have been in effect for several years. But, 
looking at it from the other side, protestant has had the benefit 
of rates for a long time which were lower than any that we 
could prescribe as reasonable. 

The question as to the reasonableness of the rates 
under suspension will be separated into a discussion of 
the proposed new carload and less-than-carload rates. The 
respondents have made a consistent increase of 5 cents in 
the carload rates, except as heretofore noted. In both 
Official and Southern classifications dried and evaporated 
fruits in carloads are rated fifth class, and reference to 
respondents’ exhibits shows that the proposed ratings 


are generally analogous to the western fifth-class rate.. 


These exhibits likewise show that the proposed carload 
rates from the principal shipping points in northwestern 
Arkansas and from St. Louis, which is the principal com- 
petitor of those points, to the principal consuming points 
here under discussion are closely comparable, without 
taking into account the advantages of location which St. 
Louis enjoys. We hold that the respondents have justi- 
fied the proposed increase in the carload rates upon dried 
and evaporated fruits. 

The reasonableness of the proposed less-than-carload 
rates requires further comment. From respondents’ ex- 
hibits a fair average of the spread between existing car- 
load and less-than-carload rates is about 50 per cent. 
What percentage relationship should exist between the 
carload and less-than-carload rates is difficult to deter- 
mine in any case, although the Commission has at differ- 
ent times considered various factors entering into the 
question. It was said in Business Men’s League vs. 


A. T. & S. F. Ry. Co., 9 I. C. C. 318, 367, that a differential 
of 50 per cent in the less-than-carload rate upon trans- 
continental traffic there under consideration was not 
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abnormal. While the evidence is not entirely consistent, 
1. would appear that the less-than-carload movement in the 
territory is generally made up ef small individual ship- 
ments, the traffic officer of one of the respondent lines ex- 
pressing doubt as to whether 1,000 pounds of the com- 
modity in question would move from Arkansas to Kansas 
City three times a week. This would necessarily tend 
to increase the cost of service, although a sufficient basis 
for the determination of a just percentage relationship 
between the carload and the less-than-carload rates upon 
dried and evaporated fruits is not furnished by the record 
herein. However, from the facts of record we are of the 
opinion that the proposed increased spread is not of such 
a nature that it should of itself be permitted to defeat the 
new alignment of less-than-carload rates upon a classifi- 
cation basis as herein proposed. ° 

As against the showing “of reasonableness made by 
the carriers, there is no evidence that the proposed in- 
creased rates are inherently unreasonable. What the 
protestant has. shown is that they are higher than like 
rates from such points as St. Louis and the other Missis- 
sippi River crossings, This comparison, in view of differ- 
ent traffic conditions prevailing from the Mississippi 
River points and the district of northwestern Arkansas, 
is deemed irrelevant. Consideration has also been given 
to that portion of the testimony wherein a tentative sug- 
gestion was made to adjust the proposed rate to Memphis 
so as to meet St. Louis competition. Upon the entire 
record we are of opinion that the carriers have justified 
the proposed increased rates upon dried and evaporated 
fruits, which are contained in the tariff under suspension, 
and an order will be entered vacating the suspension 
thereof, 

Louisiana Adjustment 


It is stated by one of the witnesses for respondent car- 
riers that the tariffs involved herein are supplement 17 to 
F. A. Leland’s tariff I. C. C. No. 1037, and supplement 11 
to F. A. Leland’s tariff I. C. C. No. 1077. The former of 
these supplements is a local, joint and proportional tariff 
of the southwestern lines applying on classes and com- 
modities from points in Western Trunk Line, Official 
Classification and Southern Classification territories to 
points of destination in Louisiana and Texas. It was sus- 
pended in its entirety in caqnnection with the Western 
Rate Advance Case until March 31, 1915, further sus- 
pended until September 30, 1915, and transferred to In- 
vestigation and Suspension: Docket 606. Its effective date 
has been postponed to Dec. 31, 1915. 


The record in the present proceeding shows that many 
items in this suspended supplement 17, covering increases, 
were republished and now provide for increases in excess 
of those contained in the suspended supplement. In a few 
cases the republished rates are identical with those under 
suspension. The methods employed by the carriers in 
their conduct of this matter call for condemnation. These 
increases are carried in Leland’s I. C. C. No. 1077 and 
supplements thereto and were filed to become effective on 
April 1, 1915. The proposed increased rates on agricul- 
tural implements to Louisiana, which were carried in sup- 
plement 11 to Leland’s I. C. C. No. 1077, were separately 
suspended by the Commission in response to protests 
by the interests involved. With the exception of the 
agricultural implement schedules, no justification was fur- 
nished for the proposed new system of tariff rates at tne 
hearing, and though assurances were there given that 
data would be furnished in support of the increases pro- 
posed, nothing has since been received except a series 
of tables making comparisons of the old with the new 
rates. This is in further disregard of the manifest in- 
tent of the Commission’s order. No attempt having been 
made to justify the rates under suspension, except the 
schedules relating to agricultural implements, the rea- 
sonableness of these rates has not been -established and 
we find that rates in excess of those in effect immediately 
prior to April 1, 1915, are, and for the future will be, 
unreasonable. The order to be entered will require the 
establishment and maintenance for the statutory period 
of the rates in effect immediately prior to April 1, 1915, 
which rates are herein and hereby found reasonable. This 
will dispose of all of the schedules -herein involved under 
this head except those relating to agricultural implements. 


Agricultural Implements to Louisiana 


The items herein under suspension, all taken from sup- 
plement 11 to Leland’s I. C. C. No. 1077, cover rates on 
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agricultural implements, cordage and twine therein enumer- 
ated from the St.- Louis, Chicago, Buffalo-Pittsburgh, 
Cleveland, Detroit-Toledo and Louisville groups, and other 
named points, to Louisiana destinations. 

The present effective rates upon agricultural imple- 
ments are made up of the interstate factor to New Orleans 
plus the state factor beyond, where the latter has ‘been 
filed with the Interstate Commerce Commission. The state 
factor has been withdrawn with respect to certain destina- 
tions in Louisiana and through rates to these destinations 
which exceed the combination on New Orleans are pro- 
posed to be substituted therefor. A Fourth Section devia- 
tion has been avoided by the withdrawal of the state 
factor. The proposed increases involved are from 4 cents 
to 31 cents per 100 pounds. 

The respondents state in their brief that the purpose 
of this adjustment was to cancel certain rates which in 
the past had been made on a combination of low 
water-compelled or state-compelled rates and to apply 
in their stead the standard differential basis of rates. 
The respondents’ witness submits in justification of the 
proposed increases that they are reasonable per se, and 
respondents in their brief contend that neither a rate 
compelled by water competition nor a rate made by a 
state commission is a propér measure of the reasonable- 
ness of an interstate rate, and that the proposed rates 
should not be condemned simply because lower combina- 
tions can be effected by the use of such inapplicable fac- 
tors. They support their contention by numerous cita- 
tions of authority. : 

But it lies with respondents to show affirmatively that 
the proposed increases are reasonable. This they have 
not done. One of the witnesses for respondents made 
orally at the hearing a few comparisons of Texas rates 
with Louisiana rates from the same points of origin herein 
involved, but this comparison was limited to a statement 
of rates and distances. It does not seem to us that the 
meager information afforded by thé respondents as a 
basis for comparisons is entitled to much probative force 
where the justification of an entire new set of rates is 
involved. ° 

On the other hand, an exhibit has been filed by a pro- 
testant showing the present and proposed rates, the 


carload minima,’ average loading, percentage of increase, 


and revenue per car, per car-mile, and per ton-mile, upon 
the bases of-the present rates and the proposed rates. 
Portions of this exhibit are reproduced in the following 
table, rates being stated in cents per 100 pounds: 
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From the foregoing table it will be seen that the reve- 
nue per car on business from Chicago to the Louisiana 
destinations which are shown thereon is from $150.40 to 
$198.25. The car-mile earnings over distances varying -be- 
tween 1,001 miles and 1,170 miles range from 14.29 cents 
to 17.57 cents. The revenues per net ton-mile are all 
above 10 mills on agricultural implements and run from 
7.57 mills to 8.39 mills on the heavier loading binding 
twine. Considering the character of the traffic and the 
length of the haul, and in the absence of any other evi- 
dence to the contrary, we.cannot hold that the present 
rates are too low. 

Upon the facts of record we are of opinion that the 
carriers have not justified the proposed increased rates 
upon agricultural implements, cordage and twine, which 
are under suspension in supplement 11 to Leland’s I. C. C. 
1077, and the order to be entered will direct the can- 
cellation thereof. 


Miscellaneous Rates to and from Missouri Factory Points 


In addition to the proposed rates on boots and shoes, 
leather and boot and shoe findings which we have con- 
sidered under that heading, the respondents propose in- 
creases in rates on various kinds of raw material and 
also on some finished products to and from manufacturing 
points in Missouri. 

As to many of these articles the respondents propose to 
cancel the present effective any-quantity rates upon ship- 
ments of less than 10,000 pounds, leaving class rates to 
apply to such shipments, the present rates, however, to 
continue in effect as to lots of 10,000 pounds or more. We 
have repeatedly held that the mere fact that certain 
traffic is hauled in trainload lots does not authorize the 
application to such traffic of a basis of rates different from 
that applied to traffic of the same kind when shipped in 
single carloads. , Anaconda Copper Mining Co. vs. C. & 
E. R. R. Co., 19 I. C. C. 592, 596 (The Traffic World, Dec. 
31, 1910, p. 982); -Woodward-Bennett Co. vs. S. P., L. A. 
& S. L. R. R. Co., 29 I; C. C. 664 (The Traffic World, 
March 28, 1914, p. 617). 

Applying here the principle on which those decisions 
were based, we are of opinion that the rate per 100 pounds 
or per ton on less-than-carload shipments. of this gen- 
eral character cannot lawfully vary with the quantity 
shipped. The respondents have not justified the pro- 
posed cancellation of the any-quantity rates, and the 
schedules providing for the same must be canceled, 

Evidence was introduced by respondents in support of 








Revenue (present Revenue (proposed 
Miles Miles Present rate), based on aver- rate), based on aver- 

: via a Ge P ete, ~ - age = n 
inati Cas ity. ew ew er ‘er er er er 
— ie L. arcana Mini- Aver- Rate from Chi- Local intrastate Or- Orleans Pro- cent Percar. car- ton- Percar. car-  ton- 
& T. mum age cago to New rate from New leans combi- posed of ad- mile. mile. mile. mile. 

weight.weight.! Orleans. Orleans. nation).? rate. vance. 
Pounds. Pounds. Cents. Mills. Cents. Mills. 
Abbeville, La..... 1,069 ee im- 24,000 32,500 36, min. 24,000 22, min. 24,000 148.2 58 65 12.07 $188.50 17.63 10.85 $211.25 19.76 12.16 
lements. 
Anse La Butte, 1,072 "> ee 24,000 32,500 36, min. 24,000 24, min. 24,000 151.2 57 65 14.03 185.25 17.28 10.63 211.25 19.71 12.13 
a7 Sale, La... 1,017 32,500 36, min. 24,000 19, min. 24,000 96.9 55 65 18.18 178.75 17.57 10.81 211.81 20.77 12.78 
Brimstone, La.... 1,151 32,500 36, min. 24,000 23, min. 24,000 230.9 59 375 27.12 191.75 16.66 10.25 243.75 21.17 13.03 
re 1,107 32,500 36, min. 24,000 23, min. 24,000 186.5 59 65 10.17 191.75 17.32 10.66 211.25 19.08 11.74 
Jennings, BMinc <a 1,107 32,500 36, min. 24,000 21, min. 24,000 186.1 57 65 14.03 185.25 16.73 10.29 211.25 19.08 11.74 
La Fayette, La... 1,066 32,500 36, min. 24,000 21, min. 24,000 145.7 57 65 14.03 185.25 17.38 10.69 211.25 19.81 12.19 
Lake Arthur, La., 1,170 32,500 36, min. 24,000 25, min. 24,000 249.7 61 65 6.56 198.25 16.€5 10.43 211.25 18.05 11.11 
Morgan City, La.. 1,001 32,500 36, min. 24,000 17, min. 24,000 80.8 53 65 22.64 172:25 17.20 10.59 211.25 21.10 13.00 
Patterson, La..... 1,008 32,500 36, min. 24,000 18, min. 24,000 87.9 54 65 20.37 175.50 17.41 10.71 211.25 20.96 12.90 
Welch, La........ 1,117 32,500 36, min. 24,000 22, min. 24,000 196.4 58 65 12.07 188.50 16.88 10.39 211.25 18.91 11.64 
Abbeville, La..... § 1,069 Sisal binding 30,000 37,600 26, min. 30,000 22, min. 24,000 148.2 43 65 51.16 161.68" 15.12 8.04 244.40 22.86 12.16 
twine. 
Anse La Butte, § 1,072 pt eneA mee 30,000 37,600 26, min. 30,000 24, min. 24,000 151.2 42 65 54.76 157.92. 14.73 7.83 244.40 22.80 12.13 
La. 
ere 1,027 1 Wich cheats 30,000 37,600 26, min. 30,000 19, min. 24,000 106.3 40 65 62.50 150.40 14.64 7.79 244.40 23.79 12.66 
sega 1,073 ° ge MR ere 30,000 37,600 26, min. 30,000 24, min. 24,000 152.6 45 75 44.44 169.20 15.77 8.39 244.40 22.78 12.12 
La. d 

leanne do .......... 30,000 37,600 26, min. 30,000 23, min. 24,000 237.3 44 75 70.45 165.44 14.29 7.59 282.00 24.35 12.95 
Sean. os pm Faas cies ie 30,000 37,600 26, min. 30,000 25, min. 24,000 186.9 46 65 41.30 172.96 15.62 8.31 244.40 22.08 11.74 
Iowa, La..... *s Oph atone 30,000 37,600 26, min. 30,000 22, min. 24,000 207.9 43 €5 51.16 161.68 14.33 7.62 244.40 21.67 11.52 
Jennings, La...... 0 EE Re 30,000 37,600 26, min. 30,000 21, min. 24,000 186.1 42 €5 54.76 157.92 14.27 7.59 244.40 22.08 11.74 
La Fayette, La... 1,066 WO ccbstesitave 30,000 37,600 26, min. 30,000 21, min. 24,000 145.7 42 €5 54.76 157.92 14.81 7.88 244.40 22.¢3 12.19 
Mermentau, La... 1,102 * ae 30,000 37,600 26, min. 30,000 22, min. 24,000 181.2 43 €5 51.16 161.68 14.67 7.80 244.40 22.18 11.80 
Riceville, La..... 1,104 (Ee 30,000 37,600 26, min. 30,000 25, min. 24,000 183.4 42 65 654.76 157.92 14.31 7.61 244.40 22.14 11.78 
St. Martinsville, § 1,061 OE ah okadeld 30,000 37,600 26, min. 30,000 21, min. 24,000 140.4 42 65 54.76 157.92 14.88 7.92 244.40 23.04 12.24 
Vinton, Tae... ae © 30,000 37,600 26, min. 30,000 23, min. 24,000 242.8 . 44 75 70.45 185.44 14.23 7.57 282.00 24.25 12.89 
a 1,117 OF Boe isaks 30,000 37,600 26, min. 30,000 22, min. 24,000 196.4 43 €5 51.16 161.€8 14.48 7.70 244.40 21.88 11.64 
Lake Arthur, La.. 1,170 Se 30,000 37,600 26Nmin. 30,000 25, min. 24,000 249.7 46 €5 41.30 172.96 14.78 7.86 244.40 20.89 11.11 
EO 1,107 G5 tkesce 30,000 37,600 26, min. 30,CCO 23, min. 24,000 186.5 44 €5 47.73 165.44 14.64 7.€5 244.40 22.(8 11.74 


1A e weight on agricultural implements and binder twine based on actual shipments made Oct. 1, 1913, to Sept. 30, 1914. 
. The ontamh tain ar e published as through rates and shown in tariff as being the New Orleans combination. 
3 The proposed rate of 75 cen ts to Brimstone, La., was change 





d to 64 cents in supplement i5 to Leland’s tariff I. C. C. 1077 to beccme effective Oct. 12, 1915 
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the rates proposed as collateral alignments of the tariffs 
generaily. No evidence was offered in opposition, and 
upon the record we find that these proposed changes have 
been justified. 


Furniture from Kansas City to Oklahoma Points 


+ The suspended tariffs cover proposed increases of 7 
cents per 100 pounds in the rates on furniture from Kan- 
sas City and other points to groups 6, 7 and 8, in 
southern and western Oklahoma, and an increase of 3 
cents from the same points of origin to points in group 9, 
which is the extreme western portion of the same state. 


The respondents maintain that the suspended tariffs 
are intended to correct an error in an item in Southwest- 
ern Lines tariff, I. C. C. No. 561, in which a rate from 
Kansas City, Mo., of 60 cents per 100 pounds, which should 
have been limited to groups 1 to 5, inclusive, in Oklahoma, 
had been mistakenly extended to groups 6, 7 and 8 ‘in 
the western and southern parts of that state, where a $€7- 
cent rate had formerly prevailed. It is now sought to 
reinstate this rate of 67 cents. 


The respondents allege that the situation first came 
to their attention through a complaint by the furniture 
interests at Fort Smith, Ark., that Kansas City enjoys 
a rate of 60 cents to'western Oklahoma as against their 
own rate of 67 cents, although the mileage from Fort 
Smith is less than from Kansas City. The complaint of 
the Fort Smith shippers was withdrawn upon representa- 
tions by the carriers that they would publish rates from 
Kansas City in proper relationship with those from Fort 
Smith. 

To remedy what they admit is an indefensible discrimi- 
nation, the carriers have adopted the alternative of rais- 
ing the Kansas City rates to the Fort Smith basis, and 
maintain that the proposed new rates are just and rea-. 
sonable for the following reasons: (1) Comparison of 
the car-mile and carload earnings on furniture, with a list 
of fifteen other representative commodities moving from 
Kansas City to the same destinations in western Okla- 
homa, as set forth in one of respondents’ exhibits, shows 
that the earnings on furniture are lower than on the other 
commodities; (2) the rate on-furniture from Kansas City 
to the Dallas-Fort Worth group made as a result of the 
Commission’s report in In re Advances on Furniture, 25 
I. C. C. 299, is 78 cents per 100 pounds. Using the present 
60-cent rate to certain southern and western Oklahoma 
destinations herein involved plus the interstate rate from 
the latter points to certain north Texas points which was 
fixed by the Commission in the Corporation Commission 
of Oklahoma vs. A. & S. Ry. Co., 26 I. C. C. 520 (The 
Traffic World, April 19, 1913, p. 860) will give a through 
rate from 2 cents to 5 cents below the 78-cent rate from 
Kansas City to the Dallas-Fort Worth group, which has 
already been approved by the Commission, and the exist- 
ing Kansas City-Oklahoma: factor of 60 cents must there- 
fore be unreasonably low; (3) the rate on furniture from 
Kansas City to Kansas-Oklahoma border points approxi- 
mates 60 cents per 100 pounds, and the carriers are asking 
only 7 cents more for the haul to southern and western 
Oklahoma; (4) a comparison of the car-mile and ton-mile 
earnings under the proposed rates from Kansas City to 
the group points herein involved as against similar earn- 
ings on furniture out of Fort Smith shows that the exist- 
ing revenue from Fort Smith is greater than the revenue 
from Kansas City under the proposed increases. The state- 
ments of respondents are supported by numerous exhibits. 
The exhibit making comparison of the earnings on furni- 
ture with similar earnings on other commodities follows, 
the distance from Kansas City in miles being shown after 
the name of each destination point: 


From Kansas City, To Altus, Okla.,473 To Alva, Okla.,326.To Chickasha, 


Mo. Okla., 413. 
Reve- Reve- Reve- 
Aver- Reve- nue Reve- nue Reve- nue 
Commodity age Rate nue percar- Rate nue percar- Rate nue _ percar- 
weight percar. mile. percar. mile. per car. mile. 
Pounds.Cts ts Cts 
Furniture.... 16,193 67 $108.49 $0.2294 67 $108.49 $0.3328 60 $97.15 $0.2352 
Automobiles 11,943 120 143.32 .3030$0 107.49 .3297$5 113.46 .2747 
Agricultural 
implements. 32,225 63 203.02. .420943 138.57 .425147 151.46 .3425 
Machinery... 38,338 72 276.03 .5836 43 164.85 .505051 195.52 .4734 
Crockery.... 33,277 65 216.30 .457045 149.75 .4593 48 159.73 .3869 
Cannedgoods 45,018 43 193.58 .409035 157.56 .4833 41 184.57 .4469 
Fruitjars.... 36,422 59 214.88  .454245 163.90 .502748 174.83 .4233 
Crackers.... 23,870 75 179.03 .3785 56 133.67 .4100 64 152.77 .3699 
Wireandnails 43,594 47 204.89 .433145 196.17 .6017 45 196.17 .4750 
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Sewing Ma- 
chines..... 18,000 96 172.80 .3653 65 117.00 .3589 74 133.20 .3225 
Marches epee 30,117 70$ 212.32 .4488 56 168.66 .5174 64 192.75  .4667 
straw..... 25,170 58 145.99- .3008 58 145.99 .4478 58 145.99 ‘3535 
Wrapping 
_, paper..... 44,241 47 207.93 .4396 45 199.08 .6106 45 199.08  .4820 
Stoves....... 33,388 52 173.36 .366542 140.02 .4295 40 133.35 .3229 
Tinarticles.. 20,492 73 149.59 .316256 114.76 .352064 131.15 .3176 
Woodenware. 30,950 69 213.56 .4515 56 173.32 .5317 64 198.08  .4796 


From Kansas City, To Clinton Okla., To Lawton,Okla., To McAlester, 


Mo. 406. 467. Okla., 316. 
Reve- Reve- Reve- 
Aver- Rate Reve- nue Rate Reve- nue Rate Reve-_ nue- 
Commodity age nue percar- per car. per car- nue percar 
weight percar. mile. mile. mile. 
Pounds Cts Cts Cts 
Furniture.... 16,193 67 $108.49 $0.2672 4 $108.49 $0.2323 58 $93.92 $0.2972 
Automobiles 11,943 115 137.34. .338312 143.32 .306995 113.46 .3591 
Agricultural 
implements. 32,225 60 193.35 .4270 614 198.18  .424442 135.34 .4283 
Machinery... 38,338 67 256.86 .632772 276.03 .591146 176.35 .5581 
Crockery.... 33,277 65 216.30 .5228 65 216.30 .4632 44 146.42 .4634 
Cannedgoods 45, 018 43 193.58 .476843 193.58 ~.4145 30 135.05 4274 
Fruitjars.... 36, "422 59 214.88 1529359 214.88 .4601 44 160.26 .5072 
Crackers.... 23,870 75 179.03 .441075 179.08  .3833 55 131.29 .4155 
Wire andnails 43,594 47 204.89 .504747 204.89  .4387 31 135.14 .4277 
Sewing ma- 
chines...... 18,000 88 158.40 .390196 172.80 .3700 70 126.00 .3987 
a ret 30,117 70} 212.32 .5230 703 212.32 .454655 165.64  .5242 
atting, 
straw....... 25,170 58 145.99 .359658 145.99 .312658 145.99  .4020 
Wrapping 
paper....... 44.241 47 207.93 :512147 207.93  .445243 190.24  .6020 
Stoves....... 33,338 52 173.36 .427052 173.36 .3712 39 130.01 .4114 
Tinarticles.. 20,492 73 149.59 .368473 149.59 .3203 55 112.71 .3567 
Woodenware. 30,950 69 213.56 .526069 231.56 .4573 55 170.23 .3587 


From Kansas City, To Mushoges, Okla. To Oklahoma City, To ee Oka 


Mo. Okla., 344. 
Reve- Reve- Reve- 
Aver- Rate Reve- nue Rate Reve- nue Rate Reve- nue 
Commodity age nue percar- per car. per car- nue percar- 
weight percar. mile. mile. mile. 
; Pounds. Cts Cts Cts i 
Furniture.... 16,193 45} $73.68 $0.2900 60 $97.15 $0.2824 60 $97.15 $0.3373 
Automobiles 11,943 85 101.52 .399795 113.46 .3298 95 113.46 .3899 
Agricultural 
implements. 32,225 33} 107.99 .425042 135.34 .3934 33 106.34 .3654 
Machinery... 38,338 39 149.52 .588748 184.02 .5349 39 149.52 .5138 
Crockery.... 33,277 36 119.80 .471746 153.07 .445036 119.80 .4117 
Cannedgoods 45,018 29 130.55 .5138 41 184.57 .5365 36 162.06 .5569 
Friutjars.... 36,422 36 131.12 .5162 46 167.54 .4870 36 131.12 .4506 
Crackers.... 23,870 46 109.80 +4323 62 147.99 .4302 45 107.42 .3691 
Wireandnails 43,594 30 131.78 .5188 45 196.17 .5703 36 156.94 .5393 
Sewing ma- 
chines...... 18,000 62 111.60 .4394 74 133.20 .3872 65 117.00 .4021 
Matches..... 30,117 46 138.54 .545462 186.73 .5428 45 135.53 .4657 
Matting, 
straw . 25,170 58 145.99 .5748 58 145.99 .424458 145.99 .5117 
Wrapping P fs 
paper....... 44,241 36 159.27 .627045 199.08 .5787 36 159.27 .5473 
Stoves....... 33,338 36 120.02: .4725 40 133.35 .3876 36 120.02 .4120 
Tinarticles.. 20,492 46 94.26 .371162 127.05 .3693 45 92.21 .3169 
Woodenware. 30,950 45 139.28 .5484 62 191.89 .5578 45 189.28  .4786 


From Kansas City, Mo. To Tulsa, Okla, 257 To yo, Okla., 


Reve- Reve- 
Commodity. Aver- Rate Reve- nue Rate Reve- nue 
age nue percar. nue per car- 
weight percar. mile. percar. mile, 
Pounds Cts 

NES occ connate Seip pas Gea 16,193 453 $73.68 $0.2867 70 =. - $0. 2686 
PIO. 5 icc cecowees ov ciccsies 11,943 85 101.52 .3951 98 .2773 
Agricultural implements......... 32,225 ™ 107.95 -4200 52 167 7 “3971 
ER Pr ees 149.52 .5818 52 199.36 .4724 
I vse cue Gh chaccwunenn 119.80 .4661 53 176.37 .4179 
FRAP CTE OO 130.55 .5080 49 220.59 .5227 
Mas. 5 civ-6s-66.0% 0 nteveoueseu 131.12 .5102 53 193.04 .4598 
SN Su adn nates wciins bas e6e 109.80 .4272 68 162.32 .3846 
| Aree 131.78 .5128 53 221.05 .5238 
Sewing machines 3 _ 111.60 .4342 77 183.60 .3284 
RD Tein a dhs «aii acces e's the 138 .54 .5391 68 204.80 .4853 
PUNE 6 Scccascwctcoceses 25, 170 145.99 .5681 63 158.57 .3758 
Wrapping paper...... 159.27 -6197 53 234.48 .5556 
SR cciideedas ob ie che ace ats 120.02 .4670 53 176.69 .4187 
I, eicdapausescicaess dees 94.26 .3668 68 139.35  .3302 
CS ae eee ee 139.28 .5419 68 210.46 .4987 





No protestant appeared at the hearing in opposition to 
the proposed increases. 

We consider that the situation with respect to group 9 
is somewhat different from that of groups 6, 7 and 8. When 
the original error was alleged to have been made in reduc- 
ing the western Oklahoma tariffs from 67 cents to 60 cents, 
it is not understood that the group 9 points were so re- 
duced; they have always carried a 67-cent rate. If it is 
now proposed to unify the rates over this section, no ex- 
ception should be made prescribing higher rates for group 
9. We think the carriers have not justified the proposed 
increase in this instance, and the items in the tariffs under 
suspension proposing increased rates on furniture to group 
9 points in Oklahoma will be ordered to be canceled. We 
find that the carriers have justified the proposed increased 
rates on furniture to groups 6, 7 and 8, and the order to 
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be entered will vacate the suspension of the rates to those 
points. 


Run-by and Setback Switching of Grain 


The proposed rule here in question, which appears in tar- 
iffs filed by the Chicago & North Western Railway Co., 
covering switching charges at Chicago, IIl., Peoria, IIl., 
and Milwaukee, Wis., reads as follows: 


Where cars are loaded with grain or seeds at elevators or 
warehouses and set back to elevators or warehouses on account 
of errors in grade, or for any other cause for which carrier is 
not responsible, a charge of $2 per car will be assessed, this 
charge to include switching and recoopering. 

When cars loaded with grain or seeds set at elevators or 
warehouses, or run by for inspection, or on account of being 
out of condition, or for any other cause beyond the carrier’s 
control, are set back, the charge of $2 per car will be assessed, 
this charge to include switching and recoopering. 

The Chicago & North Western filed a tariff containing 
a similar item covering switching at Omaha, Neb., and 
Council Bluffs, Iowa, but that item was not suspended. 
The carrier, however, to prevent discrimination, canceled 
the proposed charge as to those points until the reason- 
ableness of the proposed charge at Chicago, Peoria and 
Milwaukee could be determined. The only person who 
appeared at the hearing to oppose the proposed rule was 
a representative of the Omaha grain exchange. 


After a car is loaded with outbound grain at an ele- 
vator or warehouse, it is placed on a storage track for 
inspection, and if after inspection it is set back to the 
elevator or warehouse for unloading, because of an er- 
ror in grade, or for some other cause, there has been an 
additional movement of the car for which the present 
tariffs of the respondent do not provide a charge. If un- 
loaded, at least one grain door is destroyed, and there is 
often other injury to the coopering, all of which must be 
replaced at the expense of the carrier before the car can 
be again loaded with grain. This expense, however, varies 
so greatly in different cases that it would not be feasible 
to vary the charge in each case according to the expense 
incurred. The proposed charge by the terms of the rule 
covers both the switching and the recoopering required. 


In the case of grain which comes into a terminal mar- 
ket, the loaded car is first placed in the inspection yards 
of the carrier, and is graded by the inspectors from a 
sample which finally reaches the board of trade, where the 
grain is sold upon the grade thus fixed. The grain is then 
moved to the elevator or warehouse of the buyer, but there 
may be a dispute between buyer and seller as to grade, 
and in that event- the car is run by the elevator or ware- 
house and placed on the storage tracks of the carrier to 
await reinspection. If the car is then set back to the 
elevator or warehouse, the respondent, under its tariffs now 
in effect, makes no charge for that service. 

It is conceded that the carrier ought to be permitted 
to make a separate charge for the additional service 
described both in the case of the inbound grain and the 
outbound grain, but it is insisted that the amount pro- 


posed is too great as compared with the charge made. 


for other switching services. 


The extent of the additional movement required varies 
according to the distance of the storage tracks from 
the elevator or warehouse at which the cars are to be 
loaded or unloaded, and that distance varies at the dif- 
ferent markets and at different elevators. It appears 
that at Kansas City the movement is for a greater dis- 
tance in some cases than that required for interline 
switching for which a charge of $5 is made, and it is 
shown that conditions at the points here involved are 
substantially the same as at Kansas City, where a charge 
of $2 is made. At Omaha the entire movement varies 
from 6ne-fourth of a mile to one mile and a half. 

This is an additional service for which the line-haul 
carrier may reasonably exact an additional charge. 

The respondents have placed in the record for com- 
parison switching charges which vary from $1.50 to $3 
per car for movements similar in nature and extent to 
the movements here in question. 


The jurisdiction of the Commission over the charge for 
the switching and recoopering of cars loaded with out- 
bound grain is questioned upon the ground that the move- 
ment is strictly an intrastate movement, but in some 
cases, particularly in the case of transit grain, it is part 
of an interstate movement, and our findings can apply 
only when that is the case. 

From the facts of record we conclude and find that 
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the proposed charge of $2 is just and reasonable, and 
has been justified by the respondent. An order vacating 
the suspension will be entered. 


Transit Charges on Fruits and Vegetables 


Tariffs under suspension provide for a charge of 1% 
cents per 100 pounds with a minimum of $5 per car for 
the storage in transit of apples in Western Trunk Line 
Committee and Trans-Missouri Freight Bureau territories. 
Throughout these territories this service has previously 
been performed without additional charge. Some sus- 
pended items, covering storage of potatoes, celery and 
onions in transit are also involved. In certain tariffs 
applying in Trans-Missouri Freight Bureau territory, where 
there already exists a-charge for this service of 3 cents 
per 100 pounds upon potatoes and celery, a minimum of 
$5 per car is now proposed. In other tariffs where hereto- 
fore no charge has been made upon potatoes, onions and 
celery, it is sought to apply a charge of 1% cents per 
100 pounds with a minimum of $5 per car. 

The practice of storage of apples in transit has de- 
veloped with the fruit-growing industry. In making ship- 
ments into Southwestern territory, for instance, through 
St. Louis, apples might be stored there and reshipped on 
the combination of rates based on that city to destina- 
tion. As the industry developed, through rates became 
more prevalent and storage was provided at points which 
were not basing points for the traffic. Shipments were 
made to these storage points, unloaded, stored, reloaded 
and forwarded to destination at the balance of the through 
rate. 

At the hearing it was claimed by the carriers that 
several elements of additional expense to them are in- 
volved in the storage-in-transit service. They maintain 
that two extra switching movements at the storage point, 
one inbound and one outbound, are made necessary, and 
that extra work in accounting is also involved through 
the readjustment of charges to conform to the proper 
proportions of the through rate, none of which burdens at- 
tach to a through shipment. An additional item of ex- 
pense is the obligation to furnish refrigerator cars dur- 
ing certain seasons for the above products. They also 
point to the fact that by reason of the storage privilege 
shipments are very often routed via an intermediate 
storage point far off the direct line, thus lengthening the 
haul. Where they have heretofore rendered service of this 
character without additional charge, they now propose to 
make a charge. 

It was shown at the hearing that apples from Washing- 
ton, Oregon and north Pacific coast points are already 
subject to a transit charge of 5 cents per 100 pounds, and 
the respondents have given assurance that the proposed 
charges shall not be added to the present charges thereon. 
Subject to this understanding, there was no protest against 
the proposed charge on apples, the representative of the 
apple interests having stated at the hearing that the pro- 
posed charge was reasonable and that no opposition would 
be offered thereto. 

No protestants appeared against the proposed charges 
on onions and celery. 

A protestant on behalf of the potato shippers urged 
that the situation as to the storage of potatoes was differ- 
ent from that on apples, but such distinctions as he sought 
to make chiefly concerned the handling of the product 
by the shippers. 

It does not seem to us that there is a material differ- 
ence, from the standpoint of the additional burden upon 
the carrier, between the storage of apples and the stor- 
age of potatoes. The question for us to decide is whether 
the increased charge is justified by the service performed. 
We are of opinion that it is. 

Upon the facts of record we find that the respondents 
have justified the proposed charges, including the mini- 
mum therein provided, for the storage in transit of ap- 
ples, potatoes, onions and celery, and the order/’to be 
entered herein will vacate the suspension of these sched- 
ules. It is expected, however, that wherever necessary 
the suspended tariffs will be amended in such manner as 
not to subject Pacific coast apples, hereinbefore referred 
to, to any transit charge in addition to the charge of 5 
cents per 100 pounds to which they are now subject. 


Miscellaneous Commodities 


Lumber.—The increases herein proposed are in general 
1 cent per 100 pounds in carloads from Chicago and 
St. Louis and common points to Missouri River crossings. 
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There are also other increases proposed in the same, gen- 
eral territory, ranging from one-half cent to 3% cents, 
but except as hereinafter indicated no attempt was made 
to justify the proposed rates to the extent that they ex- 
ceed the present rates by more than 1 cent. 

In justification of the proposed increase of 1 cent the 
respondents have submitted a statement comparing the 
proposed new rates on lumber with rates upon other 
kinds of building materials, showing as to each material 
the earnings per car,’ per car-mile, and per ton-mile for 
given distances; likewise, the value per ton of the com- 
modity transported. The respondents also stated that 
no question of discrimination is involved or any disturb- 
ance of relative rate adjustments. No one appeared at 
the hearing to oppose the proposed increase. 

Under the circumstances as above set forth the Com- 
mission is of opinion that the respondents, except as 
hereinafter noted, have justified the proposed increased 
rates on lumber to the extent of 1 cent in excess of the 
present rates, and subject to such exception an order va- 
cating the suspension of such of the suspended schedules 
as name rates which do not exceed the present rates by 
more than 1 cent will be entered. The cancellation of 
other schedules not hereinafter approved will be required. 

The Missouri, Kansas & Texas urges various reasons for 
proposed increases ranging from one-fourth cent to 2% 
cents per 100 pounds, which tend to justify the proposed 
rates. The proposed readjustment also includes some 
reductions. No objection has been offered to those rates, 
which appear to be in the nature of subsidiary align- 
ments, and upon the record we find they have been justi- 
fied, and they will be permitted to take effect. 

The Chicago, Rock Island & Pacific proposed certain 
increases in its rates on lumber between stations in 
Louisiana. These are mileage rates, and the proposed 
increases vary. It was developed at the hearing that the 
proposed rates are state rates and are filed with the In- 
terstate Commerce Commission only as a basis for con?- 
binations for interstate traffic where no through rate is 
in effect. We think the proposed-rates have been justi- 
fied, and should be permitted to take effect. 

The Morgan’s Louisiana & Texas Railroad & Steamship 
Company proposes to cance] the interstate application of 
certain intrastate rates on lumber between points in 
Louisiana which would result in the increase of existing 
interstate rates. No attempt was made at the hearing 
to justify the proposed cancellation. We are of opinion 
that the proposed jncreased rates have not been justified, 
and the respondents will be required to cancel the pro- 
posed cancellation. 

The Trinity & Brazos Valley proposes to cancel a com- 
modity rate of 24 cents applying from Jackson, Tex., to 
St. Louis, Mo., leaving a combination rate to apply, which 
would result. in an increase of the rate. No attempt was 
made to justify the proposed increased rate, and the re- 
spondent will be required to cancel the suspended item. 

Lime.—The suspended items cover rates on lime from 
the Twin Cities to certain points in Iowa, Missouri and 
Nebraska. The principal change is the cancellation of 
the commodity carload rates and the substitution of rates 
upon a Class C basis. There is no lime manufactured in 
the Twin Cities and no carload movement therefrom. The 
proposed new adjustment will involve increases ranging 
from 1 cent to 5 cents and reductions ranging from 1 cent 
to 4 cents. Several exhibits were submitted by the re. 
spondent, including a statement of the proposed changes 
and a table of rates upon the new basis, showing com- 
parisons with rates from Chicago to equidistant points. 
No protestant against the proposed new rates has appeared. 

Under the circumstances as above set forth, the Com- 
mission is of opinion that the respondents have justified 
the suspended rates on lime, and an order will be issued 
vacating the suspension thereof. 

Brooms.—The tariffs under Suspension provide for an 
increase of 5 cents per 100 pounds in the rates on brooms 
to Colorado common points from points in Western Trunk 
Line territory, the Missouri River cities, manufacturing 
points in Kansas, Nebraska and Oklahoma, and Wichita 
Falls and Amarillo, Tex. 

The respondents refer to the Commission’s report in 
Broom Rates to Colorado Points, 28 I. C. C. 310 (The 
Traffic World, Nov. 8, 1913, p. 839), wherein the present 
rates were authorized, which are 10 cents more than the 
rates on broom corn. This 10-cent difference they now 
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seek to increase to 15 cents. In support of the pro- 
posed increases the respondents submit a table making 
comparisons of the rates on brooms and broom corn from 
the principal manufacturing points in the territory in- 
volved herein, to Omaha, St. Louis, Chicago, the Twin 
Cities and Peoria, Ill. This statement shows that in the 
majority of cases the rate on brooms exceeds that on 
broom corn from 27 cents to 44% cents, as against the pro- 
posed difference of 15 cents to Colorado common points. 
The respondents also direct attention to the greater value 
of brooms than of broom corn, which is $198 to $438 per 
ton as against $35 to $90 per ton, as well ds to the lighter 
loading of brooms as compared with broom corn. The pro- 
posed increase was not contested at the hearing. 

Under the circumstances shown of record we are of 
opinion that the respondents have justified the proposed in- 
creased rates on brooms herein referred to, and an order 
will be entered vacating the suspension thereof. 

Harness and Saddlery to Oklahoma Points.—Certain in- 
creases in the rates on harness and saddlery from Texas 
points to points in Oklahoma are proposed. The respond- 
ents state that the issues with respect to these proposed 
increases are the same as those involved in Harness to 
Oklahoma, now pending, and request that they be disposed 
of in connection with that docket. This request will be 
granted, and the tariffs under suspension herein will be 
ordered to be canceled, but without prejudice to whatever 
future disposition may be made by the Commission re- 
garding these rates when a decision is announced in that 
proceeding. 

Other Items 


In certain cases the carriers have proposed to cancel 
existing rates, and these cancellations are under suspension 
in this proceeding. In some of these cases it was devel- 
oped that there had been no movement for a long period of 
years of the commodity covered by the suspended tariff, and 
the object of the cancellation is chiefy to remove a possible 
comparison with rates on other commodities. 

A suspended tariff of the Wisconsin & Michigan Railroad 
provides for an increase of one-fourth of a cent per 100 
pounds on saw logs, and as the resulting rate was shown 
upon the hearing to be less than has been approved by the 
Commission in analogous cases, and no protestant ap- 
peared, the rate will be allowed to become effective. 

There are many other suspended items which were not 
contested at the hearing, but as to which the carriers made 
statements for the record explaining the purpose of the 
proposed changes in their tariffs. The reasons given for 
these changes may be classified as follows: 

(a) To prevent discrimination; (b) to eliminate mean- 
ingless provisions; (c) to correct typographical errors; (d) 
to remove items which have become useless because there 
is no movement; (e) to remove various inconsistencies. 

The order to be entered herein will vacate the suspen- 
sion as to these various items. 

A check of all the suspended items with the record shows 
that some of those items were not referred to at the hear- 
ing, but it seems, from an examination of the tariffs, that 
such items are in most cases relatively unimportant and 
as to such of them as have not been specifically disposed 
of hereinbefore we will vacate the orders of suspension. 

The decision of the Commission in the Western Rate 
Advance case is conclusive as to the reasonableness of 
some of the suspended items, and as it was announced by 
the respondents at the hearing that those items must stand 
or fall by what might finally be decided in that case, which 
was then pending on petition for rehearing, the respond- 
ents will be required to cancel such of those items as name 
rates which are similar to rates condemned in the Western 
Rate Advance case, and the order of suspension will be 
vacated as to such of those items as name rates which 
are similar to rates which were found to be justified in that 
case. 

It was also stated by respondents at the hearing that 
they would not attempt to justify certain of the sus- 
pended items, and that they would make application to 
the Commission for permission to cancel the tariffs contain- 
ing such items. They will be given until Dec. 29, 1915, 
within which to cancel these items, and authority to make 
such cancellation, effective upon one day’s notice to the 
Commission and the public is hereby granted; upon failure 
voluntarily to make such cancellations within that time 
an order will be entered requiring same. 
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ORDER 


It is ordered, That in so far as the ratings, rates, charges, 
practices and regulations contained in the schedules of the 
tariffs under suspension herein provide for or result in in- 
creased rates or charges which are found in said report not 
to have been justified, said schedules may be canceled on 
or before Dec. 28, 1915, upon notice to the Interstate Com- 
merce Commission and to the general public by not less 


than one day’s filing and posting in the manner prescribed ° 


in section 6 of the act to regulate commerce. 
The said increased rates and charges the can- 
cellation of which is thus’' provided for are as 
follows: (a) .on canned goods to the extent. that 
such rates exceed the present rates by more than 1 cent 
per 100 pounds, or to the extent that they exceed fifth 
class; (b) on eggs to Texas points; (c) on cider and 
vinegar, except such items as are included in the sched- 
ules herein under suspension relating to canned goods; 
(d) on bauxite ore from Arkansas points to points other 
than East St. Louis, Ill, Cairo, Ill., Dupo, Ill., Valley 
Junction, Ill., Carondelet, Mo., St. Louis, Mo., and Mem- 
phis, Tenn.; (e) less-than-carload rates on boots and shoes 
and on leather, shoe stays, boot and shoe lasts, and all 
other articles that come under the general caption of 
boot and shoe findings, and all items proposing to increase 
the minimum carload weight on the aforesaid commodi- 
ties; (f) rates to Louisiana points named in supplement 
17 to F. A. Leland’s I. C. C. No. 1037 and supplement 11 
to F. A. Leland’s I. C. C. No. 1077; (g) less-than-carload 
rates on various commodities to and from points in Mis- 
souri to the extent that such rates vary with the quan- 
tity shipped; (h) on furniture to points in group 9 in 
Oklahoma; (i) rates on lumber and lumber products named 
in Morgan’s Louisiana & Texas Railroad & Steamship Co. 
tariff I. C. C. No. 2518-B, supplement 13, and Trinity & 
Brazos Valley tariff I. C. C. No. 126, supplement 1, and 
all other suspended rates on same commodities to the ex- 
tent that such rates exceed by more than 1 cent per 100 
pounds the rates in effect when such rates were sus- 
pended, except rates named in Missouri, Kansas & Texas 
tariffs I. C. C. No. A-3583, supplement 7, and I. C. C. 
No. A-4027, and in Chicago, Rock Island & Pacific tariff 
I. C. C. No. C-9754, which excepted tariffs will be per- 
mitted to take effect; (j) on harness and saddlery from 
Texas points to Oklahoma points; (k) all items which 
name rates similar to rates condemned in Investigation 
and Suspension Docket No. 555. 

It is further ordered, That said respondents parties to 
the schedules referred to in the item designated as (f) 
in the next preceding paragraph hereof, according as they 
participate in the transportation, be, and they are hereby, 
notified and required to cease and desist, on or before 
Jan, 31, 1916, and thereafter to abstain from publishing, 
demanding or collecting rates covered by said schedules, 
which are in excess of those in effect immediately prior 
to April 1, 1915. 

It is further ordered, That respondents herein, parties 
to the schedules referred to in the item designated as (f) 
in the second preceding paragraph hereof, be, and they are 
hereby, notified and required to establish, on or before Jan. 
31, 1916, upon notice to the Interstate Commerce Commis- 
sion and to the general public by not less than one day’s 
filing and posting in the manner prescribed in section 6 
of thé Act to regulate commerce, and thereafter to main- 
tain in force and apply for the period of not less than two 
years from the date when this order goes into effect, rates 
covered by said schedules which are not in excess of those 
in effect. immediately prior to April 1, 1915. 

It is further ordered, That respondents herein, parties 
to the schedules referred to in the third preceding para- 
graph hereof, be, and they are hereby, notified and re. 
quired to cancel, on or before Jan. 31, 1916, upon notice 
to the Interstate Commerce Commission and to the gen- 
eral public by not less than one day’s filing and posting 
in the manner prescribed in section 6 of the Act te regu- 
late commerce, the ratings, rates, charges, practices and 
regulations referred to in items (a) to (k), inclusive, in 
the third preceding paragraph hereof. 

And it is further ordered, That as to all other schedules 
under suspension in this proceeding, except as hereinbe- 
fore provided, and except those schedules which the re- 
spondents announced at the hearing they would ask per- 
mission to cancel, and which they are expected to cancel 
before Dec. 29, 1915, the orders of suspension herein be, 
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and they are hereby, vacated and set aside as of Dec. 28, 
1915. : 


TAP-LINE DECISION EXPECTED 


\ 





THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

A complete closing or reopening of the tap-line mat- 
ter is expected some time in January, by reason of a de- 
cision in that long-continued controversy that the Supreme 
Court is’ expected to hand down, in what is known as the 
O’Keefe case. J. D. O’Keefe is the receiver of the New 
Orleans, Texas & Mexico, a branch of the Frisco, which 
intersects the Louisiana & Pacific, a short common car- 
rier road owned by the R. A. Long lumber interests. 

The facts with regard to the matter have often been 
stated in the Traffic World, but a restatement may refresh 
the memory. The branch of the Frisco which is seeking to 
have the work of the Commission in the tap-line matter 
upset crosses the Louisiana & Pacific midway between the 
Gulf, Colorado & Santa Fe on the west and the Southern 
Pacific on the east. Paralleling the tap-line for its whole 
length is the Kansas City Southern. The last-mentioned 
line connects with the tap line (or the other way about, 
if that is preferred) at De Ridder and Lake Charles, La. 

Under the order of the Commission, the tap line can 
receive compensation for hauling lumber only “for the 
service rendered,” a mileage scale of rates being the meas- 
ure of the service which the tap line can render. ‘The 
Frisco, being midway between the ends of the tap line, 
at which there are Long mills, it follows that when the 
tap line takes lumber to the Frisco, it gets only a com- 
paratively short haul. Therefore, it hauls to the farthest 
junction point, so that it may receive the largest division. 
The result is that the Frisco gets only the tonnage which 
the Long mills cannot deliver except by using it. 

The Frisco desires to pay the Louisiana & Pacific as 
much as any other trunk line may pay it, under the mile- 
age scale of the Commission. It desires to buy tonnage 
from the tap line. It objects to the Commission saying 
that it may not buy tonnage from that incorporated com- 
mon carrier because the stock of the common carrier cor- 
poration is owned by the largest shipper on its rails. The 
Commission holds that because the tap line would: not be 
doing as much actual work to get lumber to the rails of 
the Frisco as it does when it hauls lumber away from 
mills near the Southern Pacific to the Gulf, Colorado & 
Santa Fe, and reverses the operation with regard to 
lumber produced in mills near the Santa Fe tracks, it 
would be a rebate to the Long lumber mills if the Frisco 
paid the Louisiana & Pacific as large a division as that 
tap line may receive from the Southern Pacific or the 
Santa Fe. 

The case has been submitted to the Supreme Court 
and the gossip is to the effect that a decision may be 
expected before the new year is more:than an infant. 

If the Supreme Court upholds the*lower court which 
dismissed the Frisco’s bill, the tap-line matter, so far as 
anybody can now figure, will be a closed incident. The 
Commission will have established its right to forbid a 
so-called proprietary road to receive more from trunk 
lines than a closely limited compensation. It will have 
established its proposition that a trunk line cannot buy 
tonnage from a shipper, no matter if the latter is the 
owner of a common carrier railroad. ' 

Should the court hold that the Commission cannot in 
that way limit the right of a trunk line to buy tonnage 
from a connecting carrier, the whole matter will be open 
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again. Chief Counsel Folk and the members of his staff, 
particularly Dr. Needham, who has specialized on the 
subject, lay stress on the contention that the Commis- 
sion, in dealing with the matter, has done nothing more 
than necessary to prevent rebating, by limiting the com- 
pensation a proprietary carrier may receive, to divisions 
based on the number of miles it hauls the lumber to the 
junction point. 

“It is the services of the tap line that have been meas- 
ured, not the services of the appellant (trunk line),” says 
Mr. Folk’s brief. “If any hardship results to the appellant 
(Frisco) on account of the Commission’s order, it is by rea- 
son of appellant’s location, and the Act to regulate com- 
merce was not intended to equalize either the fortunes of 
men or disadvantages arising from location, Any hard- 
ship which may come to the appellant by reason of the 
order will be inconsequential as compared with the hard- 
ships to shippers generally, who own no tap lines, if it 
should be placed within the power of shippers who do own 
tap lines to auction their traffic to the highest bidding 
line carrier, and thus defeat the salutary provisions of 
the act with respect to rebating, favoritism and dis- 
erimination.” 

The tap lines are taking no part in this case. They 
are getting their maximum divisions, on the mileage scale. 
If they were able to obtain the same divisions for the 
hauls to the nearer junctions, they might obtain a larger 
net revenue. The general idea with regard to that is 
that the difference in cost between hauls to the far and 
the near junctions is not so great as has been inferred 
from the insistence of the Commission that if the Frisco 
were allowed to pay the same divisions as the Southern 
Pacific and the Santa Fe, the result would be a rebate 
to the Long lumber interests. The tap-line owners have 
thought so little about that point that they have not 
become even interveners in the litigation. 


ANOTHER CUMMINS BILL 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 
Notwithstanding Senator Cummins unpleasant experi- 


. ence with the legislation now known as the Cummins 
amendment, which he says is not what he intended to 
have enacted into law, the Iowa senator has introduced 
another bill on the subject of carriers’ liability. It, how- 
ever, is limited to baggage. It requires a carrier to 
receive and transport 150 pounds of baggage, including 
sample baggage, for no compensation other than that re- 
ceived from the sale of the ticket for each adult pas- 
senger, and 75 pounds for each half ticket. 

“All baggage, including sample baggage, in excess 
of the weights here specified, is hereby declared to be 
excess baggage, and such carriers are required to carry 
such excess baggage with the passenger, as required by 
this act: Provided, however, that such carrier shall be 
required to carry baggage only on trains equipped with 
a baggage car” is the language of the act in setting forth 
the duties of carriers in the part beyond declaring that 
the usual amounts of baggage shall be carried free. 

The bill also defines sample baggage as being the 
samples, goods, wares, appliances and catalogs of com- 
mercial travelers or their employes used by them for 
the purpose of transacting their business and carried by 
them solely for that purpose. 

The bill provides that in case of loss or damage 
to sample baggage the carrier shall not be liable for 
any greater proportion of the value thereof or the dam- 
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ages sustained thereto than the excess baggage fare paid 
by the passenger bears to the current freight rate on 
such line for like articles in packages between the same 
points, but in no case shall the carrier be liable for more 
than the value of such samples, etc. 

The penalty for a violation of the proposed law is 
a fine of not less than $25 or more than $100, instead 
of the heavy penalties exacted by other sections of the 
Act to regulate commerce, of which this bill, if passed, 
would become a part. 


Another bill also introduced by the Iowan forbids a 
carrier to charge more for carrying domestic than im- 


“ported - commodities, except upon penalty of having that 


rate made the rate for the domestic. It also forbids any 
increase in any rate, in compliance with the provisions 
of the proposed law, without the consent of the Interstate 
Commerce Commission. 


DEPARTMENT OF TRANSPORTATION 





THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


Assuming that the Interstate Commerce Commission 
is three years behind its work, that it is stagnant in 
some of the matters committed to its care, Representative 
Cary of Wisconsin has introduced a bill creating a De- 
partment of Transportation, with a head who shall have 
a seat in the cabinet. He is to have the powers now 
possessed by the I. C. C. in the regulation of telephones, 
telegraphs, pipe lines and everything except the regula- 
tion of railroads, which is left to the I..C. C. Mr. Cary 
said that his bill had been suggested by a good many 
people, and he introduced it because the I. C. C. is now 
three years behind its work, and he is afraid that if 
something is not done to relieve it, it will be more years 
than that behind. 

The new executive departmental head would take over 
also some of the duties of the departments of commerce 
and labor; the parts that have to do with transportation, 
Mr. Cary said, in explaining his bill. 


PETITIONS FOR REHEARING 





Petitions for rehearing have been filed in the follow- 
ing cases: 5235, Edward Lisle vs. A., T. & S. F. et al.; 
5235, Sub-No. 1, J. W. Dorris vs. A., T. & S. F. et al.; 
5235, Sub-No. 2, Melczer Brothers Co. vs. A., 
et al.; 5235, Sub-No. 3, Goldman & Co. vs. A. 
et al.; 5225, Sub-No. 4, M. J. Fettid vs. A., 
et al.; 5235, Sub-No. 5, E. S. Wakelin vs. A., 
et al.; 5235, Sub-No. 6, Pratt Gilbert Co. vs. A., 
S. F. et al. 

All involve the Commission’s decision as to the rates 
on sugar and flour, etc., from Arizona to California points, 
under the Commission’s decision of June 29, 1915, asking 
for a rehearing on the question of reparation. 

A petition for rehearing has been filed by Cruikshank 
& Robinson, in the matter of their complaint against the 
Pennsylvania R. R. Co..et al., Docket No. 6749, in which 
the Commission dismissed the complaint. The complaint 
involved the application of a lighterage charge of $ 
cents on hay lightered from Harlem River. Upon the 
issuance of a supplementaal report in connection with 
the case, reparation was allowed from the date of the 
issuance of the supplemental order. It is contended that 
it should have extended back of that date. 
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Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System. published by West Publishing Co., St. Paul, Minn. 
Copyright, 1915, by West Publishing Co.) 


TRANSPORTATION AND DELIVERY BY CARRIER 
Contract of Shipment: 

(Supreme Court of Arkansas.) In an action by a rail- 
way company for demurrage against the consignee of staves 
shipped to the consignee under a contract requiring the 
manufacturer of staves to deliver them f. o. b. cars of 
another line at the point of origin of the shipment, whether 
the consignee had waived such provision by accepting 
staves when loaded on plaintiff’s cars on a spur track 
was for the jury. St. Louis, S. W. Ry. Co. vs. Arkadel- 
phia Milling Co., 180 S. W. 200. 

Discrimination: 

(Supreme Court of Arkansas.) A consigner of goods 
loaded them into railroad cars on a spur track constructed 
for the sole benefit of another firm. In order for the car- 
rier to convey the goods to destination, it was necessary 
for it to transfer the cars to another railroad about a 
mile away. It appeared that they did such service for the 
firm for whose benefit the side track had been constructed. 
Held, that its refusal so to carry the consignor’s goods 
did not constitute a discrimination against him in favor of 
the other firm; the situation of the two being different. 
St. Louis, S. W. Ry. Co. vs. Arkadelphia Milling Co., 180 
S. W. 200. 

CHARGES AND LIEN 
Commerce—Power of State: 

(Supreme Court of North Carolina.) A state may ex- 
ercise power over the general subject of commerce where 
the power of the state is exclusive, and where the state 
may act in the absence of federal legislation, but where 
the subject being national in character, the action of Con- 
gress is exclusive; the state cannot interfere at all. Bla- 
lock Hardware Co. vs. Seaboard Air Line Ry. Co., 86 S. 
E. 1025. 

Discrimination: 

(Supreme Court of Arkansas.) Under Kirby’s Dig. 6829, 
6830, requiring the railway commission to make rates 
between stations in the state, where there is a continuous 
line of railway, whether belonging to another company or 
not, the switching of shipments for one shipper from a 
spur track constructed for his exclusive benefit, and the 
refusal to switch for another shipper having no right to 
ship from such track, does not constitute discrimination. 
St. Louis Southwestern Ry. Co. vs. Arkadelphia Milling Co., 
180 S. W. 200. 

Overcharges—Burden of Proof: 

(Supreme Court of North Carolina.) In an action against 
a carrier to recover overcharges for transportation, the 
burden is upon plaintiff-to show that the amount charged 
by defendant is in excess of the rates specified in- the 
published tariffs. Blalock Hardware Co. vs. Seaboard Air 
Line Ry. Co., 86 S. E. 1025. 

Overcharges—Evidence: 

(Supreme Court of North Carolina.) In an action to 
recover overcharges for the transportation of freight, evi- 
dence as to the published rate, consisting of a certificate 
of the secretary of the Interstate Commerce Commission 
showing that the rate on the freight from the point of 
origin to destination was a certain amount, was insuffi- 
cient, -where it appeared that the freight was, in fact, 


shipped over another route. Blalock Hardware Co. vs. Sea- 
board Air Line Ry. Co., 86 S. E, 1025. 

In an action to recover overcharges far freight ship- 
ments, there could be no recovery in the absence of evi- 
dence of publication of rates-as required by the Inter- 
state Commerce Act of Feb. 4, 1887, c. 104, 24 Stat. 379. 
—Id. 


State Regulations: 

(Supreme Court of North Carolina.) Revisal 1905, 2644, 
providing that any company failing to refund overcharges 
for freight transportation shall forfeit $25 for the first day 
and $5 for each day of delay, not to exceed $100 is invalid, 
as denying the carrier equal protection of the law and being 
in violation of the due process of law clause of the fed- 
eral Constitution., Blalock Hardware Co. vs. Seaboard Air 
Line Ry. Co., 86 S. E. 1025. 

Revisal 1905, 2644, providing that, if a carrier refuse to 
refund an overcharge, it shall be subject to a penalty of 
$25 the first day and $5 for each succeeding day, not ex- 
ceeding $100, is void, as conflicting with the commerce 
clause of the federal Constitution, when applied to inter- 
state commerce, of which subject Congress has taken ex- 
clusive control. Id. 

(Supreme ‘Court of Illinois.) Laws 1871, 72, p. 618, as 
amended by Laws 1911, p. 471, providing that the railroad 
and Warehouse Commission shall make a schedule of 
reasonable maximum rates for transportation, and by sec- 
tion 25, making it unlawful for a common carrier to charge 
or receive a greater compensation for a shorter than for a 
longer distance, but authorizing the Commission to permit 
a carrier to charge less for longer than shorter distances, 
and to prescribe the extent to which it might be relieved 
from the operation of that section, does not, in the absence 
of a complaint of unreasonable rates, confer on the Com- 
mission power to make an order compelling a carrier, 
which had established a zone within the limit of 55 miles 
from Chicago, from points within which it charged a cer- 
tain rate for shipping sand and gravel, to extend such zone 
as to include a point 90 miles from Chicago, in order to 
prevent what the Commission found to be an unjust dis- 
crimination against a shipper at such point. People 
ex. rel. State Public Utilities Commission vs. Chicago & N. 
W. Ry. Co., 110 N. EB. 321. 

Under laws 1873, p. 136, 2, providing that, if any railroad 
corporation shall make unjust discrimination in its rates 
it shall be liable to penalties increasing with each subse- 
quent offense as provided in the action, section 7, requir- 
ing the railroad and warehouse commissioners personally 
to investigate and prosecute violations of the act, and sec- 
tion 8, providing that the commission shall make schedules 
of reasonable maximum rates, and that in all suits brought 
against railroad corporations for unjust discriminations the 
scheduled are to be prima facie evidence of reasonableness, 
the Railroad and Warehouse Commission has no power 
to make an order compelling a carrier to extend a zone 
of rates for the shipment of sand and gravel, so as to in- 
clude a point outside thereof, in order to prevent unjust 
discrimination against a shipper at such point, since the 
question as to whether the act is violated is for the jury, 
and not the Commission. Id. 





36 THE TRAFFIC WORLD 


LOSS OF OR: INJURY TO GOODS 
Carmack Amendment: 

(Supreme Court of Louisiana.) Under the Carmack 
Amendment to the Interstate Commerce Act (Act Feb. 
4, 1887, c. 104, 20, 24 Stat. 386), as amended by Act June 
29, 1906, c. 3591, 7, 34 Stat. 593 (U. S. Comp. St. 1913, 
8592, pars. 11, 12), the initial carrier, as principal, is liable 
not only for its own negligence but that of any agency it 
may use, and is considered to have adopted its connecting 
carrier as its agent. Burkenroad, Goldsmith Co., Ltd., vs. 
Illinois Cent. R. R. Co., 70 Southern 44, 

Where a carload of feed was water damaged in transit, 
and the sealed car was delivered at the point of destination 
to a branch railroad for delivery to the consignee, and 
was by him rejected on account of said damage, and the 
loaded car was thereupon returned to the delivering car- 
rier, and the feed suffered further depreciation before 
it was sold by said carrier, held, that the initial carrier is 
liable for the damages to the feed not only from water, 
but from the failure of its agent, the delivering carrier, to 
promptly dispose of the feed to the best advantage. Id. 
Carriage of Goods: 

(Springfield Court of Appeals, Missouri.) Where a pas- 
senger, whose business was to travel with fairs and cir- 
cuses operating a-shooting gallery, in connection with 
which he used cheap jewelry as prizes, carried such jew- 
elry aboard the train, defendant railroad was not liable for 
loss of such jewelry as an insurer, for the articles were 
not the passenger’s baggage, not having been taken for his 
personal use, but were merchandise. Strome vs. Lusk et 
al., 180 S. W. 27. 

Under Rev. Sts. 1909, 3239, providing that no liability 
shall accrue to carriers for the transportation of jewelry 
when carried as baggage, except by special contract be- 
tween carrier and shipper, where a passenger’s jewelry as 
carried in his trunk as baggage without special contract 
and without knowledge on the part of the road or its 
agents of the contents of the trunk, defendant railroad was 
not liable for the loss of such jewelry. Id. 

Right of Inspection: 

(Supreme Court of Louisiana.) Every consignee is en- 
titled to an inspection of goods shipped in carload lots 
before he is bound to accept or reject the shipment. Bur- 
kenroad-Goldsmith Co., Ltd., vs. Illinois Cent. R. Co., 70 
Southern 44, 

CARRIAGE OF LIVE STOCK 
Failure to Provide Shelter: 

(Court of Civil Appeals of Texas.) A carrier receiving 
from another carrier cattle for shipment is liable for in- 
juries to the cattle caused by placing them in pens with- 
out shelter and too small to accommodate them properly, 
and allowing them to remain therein for a day in the 
sun without food or water, though it may not be liable for 
not holding a train for the cattle. Andrews et al. vs. Me- 
Gill et al., 179 S. W. 1087. 

Liability Connecting Carrier: 

(Court of Civil Appeals of Texas.) A connecting car- 
rier, guilty of negligently handling cattle received from 
the initial carrier, is liable for the injuries caused thereby, 
though the initial carrier was negligent in delaying the de- 
livery of the cattle and prevented the connecting carrier 
in taking them out on its first train. Andrews et al. vs. 
McGill et al., 179 S. W. 1087. 


The Northwest Paper Co. has been allowed to inter- 
vene in case No. 8379, Minneapolis & Ontario Power Co. 
vs. Big Fork & International Falls Ry. Co. et al. 
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LEGAL DEPARTMENT 


Conducted by 
CHARLES CONRADIS 
General Counsel, The Traffic Service Bureau, 





In this department we shal] answer simple questions relat- 
ing to the law of interstate transportation of freight. Readers 
desiring special service by immediate answer may secure pri- 
— | aman answers to their Inquiries by the payment of a 
small fee. 

Address Legal Department, The Traffic Service Bureau, | 
Colorado Building, Washington, D. C 





Shipper Refusing to Sign Bill of Lading—Authority of 
Drayman—Switching Charges When Allowed 


Minnesota.—Question: “For the information of a small 
station agent, I would be pleased to have you answer the 
following questions: 


“1. Can a carrier refuse to accept a box for shipment 
if the drayman bringing the box to the depot refuses to 
sign the bill of lading, claiming he has no authority? Can 
the owner of the goods, in case of loss or damage, claim 
the benefits of the uniform bill of lading, if there are any, 
if he or his drayman has not signed it before shipment? 

“2. Quite frequently people leave town and arrange with 
a drayman to pack their goods and ship them to them. Is 
a declaration of value from the drayman proper, and could 
the owner of the household goods, in case of heavy dam- 
age, disclaim the drayman’s authority to- put a value on 
his goods and thus be able to get larger damages? Many 
times the drayman is ignorant of shipping rules and regu- 
lations and signs the valuation declaration because the 
agent tells him it is customary. Would the owner have 
any “come back” if the agent billed it out at the higher 
rate because there was no one legally authorized on hand 
to declare a value? 

“3. A buyer of carloads of hay ships cars to himself 
and after arrival sells them to various customers and 
dealers. Sometimes an extra switch is required to get 
ears to the dealer’s warehouse and other times cars are 
emptied direct from public team track, where they are 
placed when they first arrive. Should the buyer be charged 
a diversion charge, usually $2, before spotting car to the 
dealer’s house? The carriers’ tariffs are silent on this 
particular point.” 

Answer: 1. No receipt, bill of lading or writing of any 
kind is required to subject the carrier to the duties and 
responsibilities of an insurer of the goods. As soon as 
they are delivered to the carrier for present carriage and 
nothing necessary to their being forwarded remains to be 
done by the owner, the law imposes upon the carrier all 
the risk of their safe custody as well as the duty to carry 
as directed. The carrier’s liability does not rest exclu- 
sively upon contract. But unless the shipper signs the uni- 
form bill of lading, as is required by its provisions, and 
accepts its conditions, he cannot claim the benefits of it. 
As was said by the Interstate Commerce Commission in 
the case of Larkin & Co. vs. E. & W. Transp. Company, 
34 I, C. C. 109 (see Traffic World, June 5, 1915, page 1233), 
“the acceptance of the bill of lading by the shipper is not 
obligatory. It is optional, as under the tariffs published 
by the defendants and many other carriers, the shipper 
has the choice of the rate conditioned upon the accept- 
ance of the provisions of the bill of lading. He may elect 
not to accept the terms and provisions of the bill of lad- 
ing, in which event the property will be carried subject to 
the common law liability, and the rate charged therefor 
will be 10 per cent higher than the rate charged for prop- 
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erty shipped subject to the terms and conditions of the 
bill of lading.” 

2. If the owner of the goods entrusted them to another 
for the purpose of having them delivered to the carrier 
for transportation, the person to whom they are so en- 
trusted will be presumed to have authority to agree with 


the carrier upon the terms of shipment; and this author- - 


ity will include the right to enter into a reasonable agree- 
ment on behalf of the owner, restricting the carrier’s lia- 
bility as an insurer. Even where the agent has no author- 
ity to enter into a contract restricting the carrier’s com- 
mon law liability, and the carrier is without knowledge 
thereof, the mere acceptance by the agent of the carrier’s 
receipt will operate to bind the owner of the goods to its 
lawful limitation. The courts generally holding, in the 
case of drayman, that where they have authority to ship 
goods for the owner, they also have a general and im- 
plied authority to agree with the carrier with respect to 
the terms upon which the goods were to be shipped. 

3. Switching to an industrial track is a service for which 
a regular tariff charge is frequently made by the carriers, 
and for which additional service the Interstate Commerce 
Commission usually requires the carriers to provide a 
charge in their published tariffs, so long as the same is a 
reasonuable charge, and free from any undue discrim- 
ination. But to make such charge wholly proper, and to 
comply with the law, it should. be carried in tariffs regu- 
larly prepared by the carriers and filed with the Inter- 
state Commerce Commission. 

* \* * 
Carrier’s Duty to Transport Goods 


Illinois —Question: “On page 580 of the Traffic World, 
issue Sept. 4, 1915, under the heading of Illinois, first 
paragraph to your answer, you say: ‘A common carrier 
cannot refuse to accept and transport any goods that are fit 
to carry and are of the kind that usually’ carry.’ Kindly 
give your authority for the above ruling through your cor- 
respondence in the Traffic World.” 

Answer: See Hutchinson on Carriers, 3d Edition, Vol. 
1, Sections 143 to 150, and numerous court citations in foot- 
notes. 

* * * 
Basis for Distributing Cars 


‘Michigan.—Question: “We would like to be advised 
through the Legal Department column, of your issue, as 
to the main points of the I. C. C. ruling as to the dis- 
tribution of cars on the basis of the output.” 


Answer: The general theory for the distribution of coal 
car equipment that appears fair and reasonable to the 
Interstate Commerce Commission, is to the effect that all 
cars, whether individual cars or owned by the railroad 
company, or assigned by other railroad companies for fuel, 
shall be treated as an available car equipment as a whole, 
distributable pro rata to shippers desiring their use along 
the line, upon a basis giving each equal facilities with the 
other. Hillsdale Coal & Coke Co. vs. P. R. R. Co., 19 I. 
C. C. 364. (See Traffic World, Aug. 27, 1910, page 311.) 

In the matter of furnishing necessary equipment for 
commodities other than coal, the Commission recently held 
in the case of Pennsylvania Paraffine Works vs. P. R. R. 
Co., 34 I. C. C. 194 (see Traffic World, June 19, 1915, page 
1327), as follows: 


“One of the tests which may be relied upon in determin 
ing the reasonableness of a shipper’s request for cars is 
to be found in the volume of the shipments in the past, 
due allowance being made for the growth of his business. 
Complainants have not only shown that the volume of their 
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past shipments is such as to justify the demands for equip- 
ment which they have made, but also have introduced evi- 
dence tending to show that in the future the volume of 
their business will be as great as in the past. Defendant 
will be required, upon reasonable request and reasonable 
notice, to furnish tank cars in sufficient numbers to move 
complainant’s normal production. Defendant cannot be 
required to furnish all the cars which may be demanded 
by the complainant under extraordinary conditions arising 
from exceptional causes, which could not reasonably have 


‘been anticipated, and which make it physically impossible 


to furnish all the cars desired.” 
Ke ak * 


Truckman’s Liability as Common Carrier 


New York.—Question: “A boatload of steel is for- 
warded to alongside dock New York. Truckman, under 
per ton price contract, trucks the steel from the boat to 
the building site. The steel contractor, with a view of 
obtaining all possible advertising, places a sign bearing 
his name on the truck carting the steel. Will you please 
advise us the steel contractor’s obligation should injury 
to a third person or his property result during the trans- 
portation of steel from the boat to site, or the return of 
the empty truck from the site to the boat.” 

Answer: Persons engaged in the business of general 
truckman, under a license so to do, and hauling goods 
within the limits of a city for any person desiring their 
services, as principals, and employing necessary help, are 
common carriers. As such they are liable for failure to 
exercise reasonable care in the transportation and han- 
dling of the goods entrusted to their care. If, as such 
bailee for hire, and in the performance of such duties, 
they negligently injure another, either in his person or 
property, without the fault or negligence of the party em- 
ploying their services, they would be solely liable in pre- 
cisely the same manner as would be any other common 
carrier. We do not believe that the mere placement of 
the employer’s business card, for advertising purposes, on 
the trucks of such common carrier, would make the em- 
ployer liable to a third person injured through the negli- 
gence of the truckman. 

* * * 
Delivery by Carrier Terminates Contract 


Michigan.—Question: “A wholesale distributor of beer 
shipped to a northern customer twenty half barrels of beer. 
Shipment reached destination promptly, customer accepted 
fifteen half barrels and refused the other five, but did not 
notify the shipper. This shipment was made in the early 
part of February, reached destination Feb. 8, but the rail- 
road company at point of destination sent no notice to the 
shipper that part of the shipment had been refused. About 
70 days later the shipper’s salesman accidently happened 
to notice the five packages, made inquiry and ascertained 
the above facts. The five half barrels which had been 
refused had been allowed to lay out in the open, exposed 
to the weather, and were in a very badly damaged’ con- 
dition, as they had frozen and the containers had burst 
open, rendering them unfit for use, 

The salesman ordered them sent back to the shipper, 
who presented claim for the value of the damaged cooper- 
age, putting in no claim for the value of the beer, but 
claiming that the containers were damaged on account of 
the railroad company’s negligence in not advising shipper 
that five packages had not been accepted by the con- 
signee. Can the collection of this claim be enforced? It 
was an intrastate Michigan shipment.” 

Answer: Section 5 of the Uniform Bill of Lading pro- 
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vides that property not removed by the consignee within 
48 hours after notice of its arrival may be kept in car, in 
depot, warehouse or storage, at the owner’s risk and sub- 
ject to a reasonable charge. It does not stipulate that 
the delivering carrier should give notice to the shipper of 
the consignee’s refusal to accept a shipment and néither 
does the law generally require such notice to be given. 
Where goods have arrived at destination and proper 
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notice of arrival given, and are unclaimed or refused by 
the consignee, a carrier holds them as a warehouseman 
and should provide for their safekeeping, pending the time 
that they are finally disposed of. But it would seem that 
in the shipment in question, the consignee by accepting 
part of the shipment completed a full delivery by the car- 
rier and terminated its liability as a carrier under con- 
tract or as a warehouseman. 





Docket of the Commission 


Note.—items in the Docket marked with an asterisk (*) are 
new, having been added since last Friday’s Dally and since the 
fast issue of The Traffic World. Cancellations and postpone- 
ments announced too late to make the change In this Docket 
will be noted elsewhere. 


January 3—Roswell, N. M.—Examiner Horton: 
1. & S. 717—Hay, minimum weights. 
January 5—New Orleans, La.—Examiner Pugh: 
8351—American Beet Sugar Co. et al. vs. Sou, Pac. Co. et al. 
January 5—Argument at Washington, D. C.: 
7575—Staten & King Hardware Co. vs. Pa. Co. et al. 
7929—-Pilcher Hardware Co. vs. P. & L. EB. R. R. Co. et al. 
7755—Reliance Brick and Tile Co. vs. Jll. Cent. R. R. Co. et al. 
7636—Heider Mfg. Co. vs. B.’\& O. R. R. Co. et a 
%79—Storm Lake Tub and Tank Factory vs. Ind. ‘Harbor Belt 
R. R. Co. et al. 
January 5—Washington, D, C.—Examiner Gibson: 
7495—Producers Sales Co. vs. New York, New Haven & Hart- 
ford R. R. Co. et al. 
January 6—Argument at Washington, D. C.: 
iy We ee Standish & Co. et al. vs. Mich. Cent. R, R. 
eta 
8186—John L. Scott vs. Cape Charles R. R. Co. et al. 
7598—Industria] Traffic Assn. vs. B. & O. R. R. Co. et al. 
7660—A. S. Pierce vs. C. & N. W. Ry. Co. et al. 


January 6—Oklahoma City, Okla.—Examiner Horton 
\. & S. 736—Cement plaster rates to St. Louis tewestere 


Ry. stations. 


January 7—Argument at Washington, D. C.: 
7896—West Virginia Pulp and ay Co. vs. B. & M. R. R. Co. 
8110—H. E. Kriel vs. B. & O. R. Co. et al. 
8201—R. J. Reynolds Tobacco Go. vs. A. & S. Ry. Co. et al. 
7235—-Trexler Lumber Co. vs. P. B. & W. R. R. Co. et al. 
American Woods Corporation vs. Sou. Ry. Co. et al. 
7754—Northern Lumber Co. et al. vs. Sou. Ry. Co. et al. 


January 8—Argument at Washington, D. C.: 
7785—Hardwood Package Co. vs. New River, Holston & West. 
R. R. Co. et al, 
8081—Charleston & Norfolk S. S. Co. vs. C. & O. et al. 
—s wo —) Steering Committee - Guastesten 
vs. C. N. O. & T. P. Ry. Co. et al. 


January assy Okla.—Examiner Horton: 
8281—Oklahoma Portland Cement Co. vs. La. West. R. R. Co. 


et al. 


January 10—Washington, D. C.—Examiner Disque: 

* 8117—Atlanta Freight Bureau vs. A. & W. P. Ry. Co. et al. 

* 8228—Freight Bureau, + weed of Commerce of Macon, Ga., 
vs. Clyde S. S. Co. et al. 

* 8255—New Orleans Joint “Traffic Bureau vs. Alabama & Mis- 
sissippi R. R. Co. et al, 


January 11—McAlester, Okla. Teg * Horton: 
8333—Hale-Halsell Grocer Co. vs. M. K. & T. et al. 
January 11—Washington, D. C.—Commissioner Harlan: 
6210—In the matter of rates on iren ore in carloads from Lake 
— ports to points in Ohio, West Virginia and Pennsyl- 
vania, 
6026—Whelen Steel and Iron Co. vs. < Co. et al. 
6027—Pittsburgh Steel Co. vs. L. S. & M. S. Ry. Co. 
January 12—Muskogee, Okla.—Examiner Horton: 
8397—Goodner-Malone Co. et al. vs. M. O. & G. et al. 


January 12—Argument at Washington, D. C.: 
ys Poultry, Butter and Egg Assn, vs. B. & O. 


et al. 


Ss . Co. et al. 
7988—Cheese Dealers’ Assn. vs. B. & O. R. R. Co. et al. 
8265—Hanford Produce Co. vs. B. & O. R. R. Co. et al. 


be SE yy ary Fruit and a Exchange et al. vs. M. 
St. P. & S. S. M. Ry. Co. et al. 


Pe 13—Argument at Washington, D. C.: 
1 S. 675—Lumber between points in Western Trunk Line 


* territory 
Seti. erthern Pine Mfg. Assn. vs. C. & N. W. Ry. Co. et al. 
6626—Grand Rapids Plastér Co. vs. L. S. & M.S. Ry. Co. et al. 


January 13—Tulsa, Okla.—Examiner Horton: 
8417—Tulsa Traffic Assn. vs. A. T. & S. F. Ry. Co. et al. 


er yg | 14—Argument at Washington, D. C.: 
& S. 644—Official Classification Territory paper rates. 
eyee—New England Paper and Pulp Traffic Assn. vs. B. & 
M. R. R. Co. et al. 
er and reget Manufacturers’ Traffic Assn. vs, A. C 
& Y. R. R. Co. et al. 
or say | shart Smith, Ark.—Examiner Horton: 
. 723—Cotton concentration at Weleeta, Okla. 


January 15—Argument at Washington, -D. C.: 
6622—In the matter of rates on coal, C. L., from points in 
Wyoming and Montana to points in South Dakota. 


6795—Martin Cantine Co. vs. C. H. & D. Ry. - et al. 
8070—Martin Cantine Co. vs. West ry R. R. Co. et al. 
7045—Dewey Bros. Co. vs. P. C. C. & St. L. Ry. Co. et al. 
7170—Dewey Bros. Co. vs. B. & O. S. W. R. R. Co. et al. 
8159—Keystone Plaster Co. vs. P. R. R. Co. et al. 
January 17—Little Rock, Ark.—Examiner Horton: 
8348—Himmelberger- Harrison Lumber Co. vs. St. LL I. M. & 
S. Ry. Co. 
es yy | 17—Argument at Washington, D. C.: 
& S. 688—Illinois grain rates. 
s47—Peoria Board of Trade vs. A. T. & S. F. Ry. Co. et al. 
& S. 718—Southern classification ratings. ss 
, & S. 726—Classification of chain. 
. & S. 696—Rates on hoops from Chaffee, Mo. 
papamee 18—Arkansas City, Ark.—Examiner a ey 
= Lumber Co. et al. vs. St. L. I . & S&S. Ry. Cn 
eta 
January 18—Argument at Washington, cs 
oe Lumber Co. vs. Raleign, D charlotte & Sou. Ry. 
o. et a 
January 18—Argument at Washington, D. C.: 
3589—H. S. Gile & Co. et al. vs. Southern Pacific Co. et al. 
January 18—Des Moines, Ia.—Examiner Hagerty: 
8477—Board of R. R. Commissioners of the ‘State of Iowa 
vs. Ann Arbor R. R. Co. et al. 
3464—Board of R. R. Commissioners of the State of Iowa vs. 
Cc. St. P. M. & O. Ry. Co. et al. 
3465—Board of R. R. Commissioners of the State of Iowa vs. 
N. YY. C. & H. R. R. R. Co. et al. 
January 18—Argument at a gy DB Cz 
7959—Charles Platt vs. N. Y. H. H. R. 
8192—Oyster Growers’ and Denier? Assn. of tofth American 
vs. B. & O. R. R. Co. et al. 
8118—Inman-Paulson Lumber Co. et al. vs. Southern Pa- 
& S. Ry. Co. et al. 


cific Co. 
6826—Snow Lumber Co. vs. Raleigh, C. 
January 21—Charleston, Miss.—Examiner eee 
8212—Lamb-Fish Lumber Co. vs. Yazoo & M. V. R. R. Co. 


=o -Fish Lumber Co. vs. Yazoo & M. V. 9 R. Co. 
et a 
January 26—Argument at Washington, D. C.: 

In the matter of physical valuation of railroads. This argu- 


ment will be upon the questions discussed in the several 
briefs of record in. this proceeding. 


DIGEST OF NEW COMPLAINTS 


No. 8532. R. Hudson Burr et al., Florida Railroad Commis- 


sioners, vs. Florida East Coast. 

Against a switching charge of $2 per car covered by J age 
East Coast Ry. Co. Amendment No. 7 to I. C. C. 188, 
Terminal Charges Tarif No. 2. Ask for a cease m. oe | 
order and the abrogation of any switching charges on inter- 
state shipments while the Florida East Coast has the line 
haul to or from industry tracks located on its own line at 
Homestead, Miami, West Palm Beach and Fort Pierce, Fla., 
a such receipt and delivery do not constitute an added 
service. 

No. 8533. Cudahy Packing Co., Chicago, vs. A. T. & S. F. 

Against a charge of $2.50 per ton for ice and 40 cents per 
100 pounds for salt used in reicing cars at Fort Madison, Ia., 
as unreasonable and excessive. Asks for a rate not to exceed 
$2.50 per ton for reicing, and reparation. 

. > John T. Squire & Co., Boston, vs. Atlantic Southern 
et a 

Against a rate of 6.7 cents on C. L. shipments of hogs 
from Lyman, Ia., to Atlantic, Ia., and a rate of 23.5 cents 
from Atlantic, Iowa, to Calumet Park, IIL, as unjust and 
unreasonable to the extent that it exceeded a rate of 23.5 
cents. Asks for a cease and desist order and reparation. 

No. 8535. Lamb-Fish Lumber Co., Charleston, Miss., vs. Y. 
& M. V. et al. 

Unjust and unreasonable through rate from Charleston, 
Miss., to Montgomery, Ala., via Uniontown, Ala., in that the 
rate exceeded the combination of locals which would have 
applied had the carrier sent it via Selma. Asks for a cease 


and-desist order and reparation, notwithstanding an informal 
ruling by the Commission that the statute of limitation bars 
the claim for a refund. 
No. 8537. 
Coal Operators’ 
Assn. vs. A. T. 


Illinois Coal Operators’ Assn., Indiana Bituminous 
Assn. and Central Qlinois Coal Operators’ 
& S, F. Ry. Co. et al, 
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Alleges unjust discrimination against coal produced in Illi- 
nois and Indiana in favor of coal produced in Ohio, West Vir- 
ginia and Pennsylvania moving over the docks at Milwaukee, 
Manitowoc, Sheboygan, Duluth, Superior and other docks at 
the head of the lakes into the Northwestern territory by 
reason of the recent 10 cents per ton advance in rates from 
Indiana and Illinois mines without a corresponding advance on 
coal moving over the docks from the territories before men- 
tioned. Ask for just, reasonable and non-discriminatory rates. 

No. 8538. Knight & Wall Co., Tampa, Fla., vs. Merchants’ and 
Miners’ Transportation Co. and the S. A. L. 

Alleges illegal charges on shipment of iron bolts from Bal- 
timore to Tampa via the boat and rail lines. Ask for a cease 
and desist order and reparation. 

No. 8539. Newton Engineering Co., Milwaukee, Wis., vs. Chi- 
cago, Milwaukee & St. Paul Ry. Co. 

Against an unjust and unreasonable rate of 1.2 cents per 
100 pounds on 105 cars of sand and gravel from the Fisher 
sand and gravel pit, .8 of a mile south of the Wisconsin State 
line to South Beloit. Ask for refund for all charges in excess 
of $5 for switching, and a cease and desist order. 

No. 8540. Martin March et al., New York City, N. Y., vs. Cana- 
dian Pacific et al. 

Against a charge of $3.20 per 100 pounds on that part of 
the haul from Vancouver, B. C., to New York City on egg 
yolk from Hankow, China, as unjust and unreasonable, Cease 
and desist order and reparation of $6,965.79 asked for. 


SUSPENDED TARIFFS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D, C. 


December 28, in I, and S. No. 761, the Commission suspended 
until April 30 the following tariffs, which were to become 
effective, except as otherwise noted, January 1: 

Michigan Central R. R. Co. I. C. C. 4848 & 4849, effective 
January. 3, 1916; 

The New York Central R. R. Co. (Line Buffalo, N. Y., Clear- 
field, Pa., and West) Sup. 6 to I. C. C. A2957 (L. S. & M. S. 
Series); Sup. 6 to I. C. C. A3159 (L. S. & M. S. Series); 
and Sup. 4 to I. C. C, A3261 (L. S. & M. S. Series); 

Paul P. Rainer, agent, Sup. 1 to I. C. C. 488 and I. C. C. 462. 

They withdraw transit rules on grain at Buffalo, Toledo and 
Bryan, Ohio, when the grain originates at stations on or when 
received from the Chicago & Alton, Pennsylvania Co., Pitts- 
burg, Cincinnati, Chicago & St. Louis, Toledo, Peoria & West- 
ern Ry. or the Vandalia. 


NEW BOOKS PUBLISHED. 

The La Salle University has published a volume in four 
parts, by C. C. McCain, chairman Trunk Line Associa- 
tion, and John P. Curran of the Central Freight ‘Associa- 
tion, entitled “Freight Rates, Official Classification Ter- 
ritory and Eastern Canada.” Part one treats intrastate 
rates and intraterritorial rates; part two, development of 
percentage system, all-rail rates, westbound; part three, 
all-rail rates eastbound and differential rates via rail-and- 
water routes; part four, special adjustments Canadian 
freight rates. 

W. H. Chandler, manager of the transportation bureau 
of the Boston Chamber of Commerce, is the publisher 
of the “Merchants’ Parcel Post and Express Guide,” com- 
piled by himself and Boyd O. Berry, assistant manager, 
Traffic Bureau of the Merchants’ Association of New York. 
It shows the parcel post and express charges from New 
York, Boston and Chicago (and additional points taking 
the same rates) to all express stations in the United 
States. 


COMMISSION ORDERS. 

Leon Godchaux Co., Ltd., J. M. Burguieres Co., Ltd., 
and Hunt Henderson, Wm. Henderson and Adam Gamber, 
co-partners, trading as Wm. Henderson, have been allowed 
to intervene in Case No. 8351, American Beet Sugar Co. 
et al. vs. Southern Pacific et al. 

The Coal Operators’ Traffic Bureau of St. Louis has 
been allowed to intervene in case No. 8472, Big Muddy 
Coal & Iron Co. vs. Ill. Cent. et al. 

The Commercial Club of Fulton, S. D., has been allowed 
to intervene in case No. 7895, Traffic Bureau of the Com- 
mercial Club of Aberdeen, S. D., vs. Gt. Nor. et al. 


Order of Commission in case 6943, Greater Des Moines 
Commercial Club vs. M. & St. L. et al., has been so modi- 
fied as to become effective Feb. 15, 1916, instead of Jan. 
31, 1916. 
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WESTERN CLASSIFICATION 


Official Docket of Hearings Before the West- 
ern Classification Committee on Applica- 
tions for Changes in Rating, Rules, 
Etc., in Classification No. 53 


The Western Classification Committee, 
R. C. Fyfe, Chairman; H. C. Bush, W. E. Prendergast. 
The Western Classification Committee will, on the dates 
and at the hours named, consider the following applications for 
changes in ratings, rules, etc., in Classification No. 53. Inter- 
ested persons desiring to appear and present arguments will 
be heard in the committee conference room, 1875 Transportation 
Building, Chicago, unless another locality is stated. 


THURSDAY, JANUARY 13, 1916. 
Docket No. 623. 

Submitted by Uniform Classification Committee. 
Changes in Rule No. 42, which has to do with the use of fibre- 


board, pulpboard, or double-faced corrugated strawboard 
containers. 


OFFICIAL CLASSIFICATION 


The following are changes in Officia] Classification proposed 
in Docket No. 25, on which a hearing will be held by the 


. Official Classification committee (R. N. Collyer, chairman, O. F. 


Lovenberg, secretary, J. W. Allison, D. T. Lawrence, F. W. 
Smith), at 143 Liberty street, New York, Tuesday, Jan. 18, 
1916, at 10 a. m. A preliminary hearing will be held at the 
Congress Hotel, Chicago, Ill., Thursday, Jan. 13, 1916, at 10 
a.m. The numerals in the three columns at the left indicate 
the subjects and the items, with the pages on which they are 
to be found in the present classification, for which the classi- 
fication suggested are proposed to be substituted. 
Subject Page Item Classification Suggested 
1 93 20 Furniture: 4 
Serving Trays, wheeled, or Serving 
Wagons, with or without cooling or 
heating deviees: 
S. U., wheels on or off, in boxes or 
crates 
K. D., flat or folded, 
crates 
In packages named, C. i 
12,000 Ibs. (subject to Rule 27) 
Trays, Serving, not wheeled: 
Wicker or wicker and glass combined, 
in boxes 4 
Wooden or wood and glass or metal 
combined, in boxes 
Candy and Confectionery: 
In glass, packed 
In stave baskets (with solid wooden or 
metal tops securely fastened) R 25 
In veneer boxes (tops securely fastened) R 25 
In pails banded or wired together in 
packages R 25 
In pails or cases, or in tin cans or drums 
(tops securely fastened) R 25 
In cases, drums or pails securely crated 
together in packages 
In half-bbls. or bbls 
N S 


L.c.L. C.L. 


in boxes or 


eww ww ww ww 


. oO: & 
That the specification be amended so as 
to provide for shipments of Candy in 


barrels, boxes, pails, wood stave bas- 
kets, galvanized iron bushel measures 
and galvanized iron pails on basis of 
4th class, carloads, min. wt., 30,000 Ibs. 

That the classification be amended so as 
to: provide for Serving Tables, K. D. 
flat, in corrugated cartons, on basis of 
L. C. L. 2d class. 

That the classification be amended so as 
to provide for Titenrite Seals, tin and 
paper combined, in cartons packed in 
woreee cases, on basis of L. C. L. 3d 
class. 

That the classification be amended so as 
to- provide for Copper Wire insulated 
with Rubber and Cotton Braid, flexible 
steel armored over all, in burlapped 
coils, on same basis as now provided for 
Iron or Steel Flexible Conduits, i. e. 
L Cc. L. 4th, C. L. 5th classes, with 
minimum of 36,000 Ibs. 

That specific rating be provided for Texo- 
leum Mats (small pieces of fiberboard 
asphalted or decorated) on basis of L. 
Cc. L, 3d, C. L. min. wt. 30,000 lbs. 5th 
classes. 

That the specification be amended so as 
to provide for Automobile Skid Chains 
in bags, on same basis as when in bar- 
rels or boxes. 

That the Classification be amended so as 
to provide first class basis of rating on 
Cigars and Cigarettes in wire stitched 
boxes complying with Rule 2 (B), Sec- 
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tion 12 (f), Paragraph 5, as shown in 

Official Classification No. 43. 

That Immortelles, packed in wooden 
crates lined with heavy paper be rated 
L. C. L. 1st class. 

That the Classification be amended so as 

to provide for 

Indigo Extract in kegs, barrels and 
SE.  attaheGeni de aeeenmaehendee ob endon 

Archil or Orchil Extract, 
rels and casks 

That the specification be amended so as 

to provide for 

Cabinets, Talking Machine Disk Rec- 
ord, S. U., wrapped in paper and ex- 
celsior, packed in boxes or crates.. 

That the Classification be amended so as 
to provide for Furniture and Furniture 
Frames, S. U., all kinds in mixed car- 
loads, wrapped, crated or boxed, C. L, 
min, wt. 12,000 lbs. (subject to Rule 
27) on basis of 3rd class. 

That the specification be aménded so as 
to provide for Toy Steel Drums, set-up, 
in crates, on basis L. C. L. Ist class. 

Hides, Furs, Pelts or Skins, not dressed 

nor tanned: 

Hides, Furs, Pelts or Skins, not dressed 
nor tanned, dry, not otherwise in- 
dexed by name: 

Be NE Ge UD sc ccc rccccccbccesocs 
In boxes 

That the specification be amended so as 

to provide for: 

Iron Screw Eyes, Screw Hooks, Gate 
Hooks and Eyes, in barrels or boxes, 
L. C. L., 4th class. 

That specific rating be provided for: 

Iron Screw Eyes, Screw Hooks, Gate 
Hooks and Eyes, in paper boxes, 
packed in wooden cases and in bulk 
in wooden cases 

That specific rating be provided for: 
Screw Hooks and Screw Eyes, iron, in 

cartons, packed in wooden cases..... 

That specific rating be provided for 
Screw Hooks and Screw Eyes, iron or 
steel, in containers packed in wooden 
cases and in bulk in wooden cases, on 
basis of L. C. L., 4th class. 

That specific rating be provided for 
“Safetilath” in bundles on basis of L. 
Cc. L: 4th, Cc. L., min. wt. 36,000 Ibs., 
6th classes. 

Meats: 

Cured: 

Tongues: 
Smoked, in boxes, kegs, 
SE ad 6S Oak cabedon steers caatemee 

That Mince Meat, in bulk in barrels, 
half-barrels and kegs, or in cans, car- 
tons, kits, pails or tubs in barrels or 
boxes be rated L. C. L., R. 26. 

That the specification be amended so as 
to provide for Reinforced Stucco or 
Plaster Molding made of plaster, dex- 
trine, burlap and fiber, in crates or 
boxes, on basis of L. C. L., 3d class. 

That the specification be amended so as 
to provide for shredded paper or paper 
excelsior in machine pressed bales on 
basis of 4th class less carload and 6th 
class carload. 

That consideration be given to the addi- 
tion of a Note to the Grading Con- 
tractors’ Outfit specification so as to 
provide that total charges on shipment 
of grading contractors’ outfit with live 
stock shall not be less than if live stock 
was shipped separately. 


That Liquid Caustic Soda be rated C. Le» 
6th class,when shipped in tank cars. 
That the specification be amended so as 
to provide for Price Card Stands, steel, 
finished in nickel plate or oxidized, 
nested and boxed, on lower basis than 
L. Cc. L. 1% times Ist class. 

Tile: 

Clay Facing or Clay Flooring, 
or plain, glazed or unglazed, 
otherwise indexed by name: 

In barrels, boxes or crates............ 
Loose or in packages, straight or 
mixed C. L., min. wt. 36,000 lbs..... 


eee ee ee eee eee eee eee eT) 


ee ee ee 


ee 


barrels or 


figured 
not 


R 26 


That the specification be amended so as ee 


to provide for Three Bow Wagon Tops, 
when K. D. flat or folded fiat or 
wrapped, on basis of L. C. L. 1st class. 
— specific rating be provided as fel- 
ows: 
Railroad Gasoline (Internal 
tion) Motor Cars: 
Inspection Cars: 
Ss. U. 


K. D., 


Combus- 


canopy tops and seat rails 


removed and packed in boxes or 

crates 
Section motor or hand and motor 

combined: 

>, 


ee 


31 


32 


33 


34 


35 


36 


37 


38 


39 


40 


41 


or 


43 


44 


46 
47 
48 


49 


WORLD 


345 


347 
349 


246 


166 


166 


187 
190 


191 


284 


172 


258 
341 


288 


ou 


bo 
boo 


LI ed 


38 
7 


20 


39 


18 


20 


19 


12 


25 
3 


6 


Inspection, Section or Hand and 
Motor combined: 

K. D., in boxes or crates......... 

As described above, in straight or 

ae carloads, min. wt. 15,000 

ey are so ideale, «dita ebiase 

That specific rating be established for 
Form-a-Truck Attachments, an at- 
tachment for converting a vehicle into 
a truck, K. D., on basis of L. Cc. L. 
R 26 C. L., min. wt. 18,000 Ibs. (sub- 
ject to Rule 27) 5th class. 

That the specification be amended so as 
to provide for Rubber Pneumatic Auto- 
mobile Tires in fiberboard packages, 
bound and reinforced with wires, on 
basis of L. C. L. 1st class. 

Give consideration to waiving package 
requirements when shipments are of- 
fered in lots weighing 8,000 lbs. or over. 

Wadding, cotton or jute, in bales or cases 

That the specification be amended so as 
to provide for Wool Waste, in machine 
compressed bales, on basis of 5th class 
L. C. L. and 6th class CG. L. 

That the specification be amended so as 
to provide for Coal Tar Naphtha in 
iron drums on basis of C. L., min. wt. 
26,000 lbs. with no change in rating. 

That the specification be amended by the 
addition of a carload rating to apply 
on Old Empty Glass Carboys, boxed, 
necks protected on all sides, minimum 
weight 12,000 lbs., subject to Rule 27, 
4th class. 

That the specification be amended by the 
addition of a carload rating to apply 
on Old Empty Returned Carboys on the 
basis of 6th class, carloads, min. wt. 
20,000 Ibs. 

That the specifications for Broken Iron 


or Steel Castings or Forgings be elim- 
inated. 
Tools: 
Adzes: 
Handled, in boxes or crates or with 


oe protected by boxing or crat- 
DN ee Oe nee aot wean br mae nadia 
Without handles, in barrels or boxes. 

In packages named, C. L., min. wt. 
30,000 Ibs. 

That the Classification be amended so as 
to provide specifically for Paper Mill 
Machinery, N. O. S., K. D, in boxes, 
on basis of L. C. L. 3rd class.. 

That specific rating be provided to applv 
on Small Lead Castings which are used 
as premiums with candy, these Cast- 
ings being packed in cartons which are 
in turn packed in wooden cases, on 
basis of L. C. L. 3rd class, 

Pads or Tablets, paper, without covers, 


or with paper or pulpwood covers, in 

bundles, boxes or crates, C. L., min. 

ee SONS « aW'ixk 648 e rete ke obec wees 
Rubber: 

Crude: 


In bags, bales, barrels or boxes...... 
In packages named, C. L., min. wt. 
36,000 Ibs. 

Rubber: 

Crude: 

In bags, bales, barrels or boxes...... 
In packages named, C. L., min. wt. 
36,000 Ibs. 

That specific rating be provided for 
Hanging Porches consisting of metal 
frame with canvas roof and curtain, 
and woven wire bed spring, K. D., in 
crates on basis of L. C. L. Ist class. 

That the specification be amended so as 
to provide for Wire Lamp Guards for 
incandescent lamps, in boxes, on basis 
of L. C. L. 2nd or 3rd classes. 

That Section 8 of Rule 2 (B) be amended 
so as to provide for the use of ex- 
celsior bottle wrappers in lieu of corru- 
gated strawboard or cork lined paper 
wrappers. 

That the specification be amended so as 
to provide for the acceptance of 
Cigars and Cigarettes on basis ‘of ist 
class in lock corner veneer boxes, 
constructed as follows: 

Box to be made of 3-ply veneer of lock 
corner construction, constructed with 
cement coated nails, having not less 
than 12 battens to the box, battens 
to be 2x% inch when the box ex- 
ceeds 90 inches in length, width and 
depth, or 30 inches square. 

That the specification be eliminated. 

That the following additional carload 
rating be established: 

Dump~-Wagon Boxes, S. U. (C. L., min. 


wt. 20,000 lbs.) (subject to Rule 27). ... 


That the specification be amended so as 
to read: 
Screen ‘Doors, Window Screens and 
Frames: 


Vol. XVII, No. 1 
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53 316 
54 82 
55 141 
56 141 
57 166 

167 
58 147 


9 


19 


19 


» 


19 
20 


24 





Screen Doors or Window Screens 
(Frames and Wire or Cloth com- 


bined), other than roller, see 
Note: 
Note. — Shipments in cleated 


bundles or crates must have wire 
or cloth protected by wooden strips 
not less than % inch by 3% inches 
and not more than 3 inches apart. 
Flat or nested, in boxes, cleated 
bundles or crates 
Other than flat or nested, in boxes, 
cleated bundles or crates......... 
Flat or nested, or other than flat 
or nested, in boxes, cleated 
bundles or crates, straight or 
mixed C. L., min. wt. 18,000 Ibs. 
CHUDTRCE CO TRUS BT). cccciccccseve 0% - 
and 
That specific rating be provided for: 
Window Ventilators with wooden frame 
and cotton cloth or cotton fabric 
combined, packed flat, in boxes, 
crates or cleated bundles............. 1 4 
or 
better 
Tile: 
Drain, clay or cement: 
Loose 
In barrels, 
tops 
In barrels, boxes or crates........... 4 
Inside diameter 10 inches or over, 
loose, braced in car as specified in 
Note, or in packages named, or 
inside diameter under 10 inches, 
loose or in packages, ) —_— 0s 
wt. 24,000 lbs. (subject to Rule 27). ... 6 
Note.—In order to be entitled to 
the foregoing classification * * 
That the specification be amended so as 
to provide for Bread or Laundry Ship- 
ping Boxes when shipped ‘‘one or two 
enclosed within one or two” on basis 
of L. C. L. 2nd class. 
That specific rating be provided for: 
Lightning Arresters and Choke Coils, 
small sizes boxed, large sizes in boxes 
or crates, C. L., min. wt. 30,000 Ibs.. 1 5 
That specific rating be provided for 
Power Control Switches and Switch- 
boards in boxes or crates, C. L., min. 
wt. 30,000 lbs., L. C. L. 1st, C. L. 5th 
classes. 
Glassware, other than Cut: 


boxes or crates, without 


Jars, Decorated (see Note 11), in pack- 
ages (C. L, min. wt. 20,000 Ibs.) 
CRMASCE GO TD: Bai 6.6:00:0.0.004.000e00 1 4 
Lamps, Lamp Founts and Pillars (see 
Note 8): 
Plain (not decorated), in packages 


(Cc. L., min. wt. 20,000 Ibs.) (sub- 


ee eS EG : ae R25 4 
Decorated (see Note 11), in packages 

(Cc. L., min. wt. 12,000 Ibs.) (sub- 

Se Se UL er 1 R25 


Note 8.—The collar on the Lamp 
will not affect the classification, but 
no other attachments, fixtures, 
trimmings, shades or ornaments 
will be included in the above rating. 
Vases: 
Decorated, see Note 11: 
Packed in barrels or boxes........ 1 cae 
In packages named, C. L., min. wt. 


12,000 Ibs. (subject to Rule 27)... .. R 25 
Plain, not decorated: 
Packed in barrels or boxes......... .s aan 


In packages named, C. L., min. 
= 24,000 lbs. (subject to Rule ‘ 
pre BAPE Pe ee een Pre ere eee 
Glassware, other than cut, not other- 
wise indexed by name: 
Decorated, see Note 11: 
Packed in barrels or boxes........ 1 ete 
In packages named, C. L., min. 


wt. 12,000 Ibs. (subject to Rule 
WOE. ovastinscmsiaarowtckowse ya's scale R 25 
Plain, not decorated: 
Packed in barrels or boxes........ ae a 


In packages named, C. L., min. 

ay 24,000 Ibs. (subject to Rule 
5 alli hs a caig A aaataltie ae a kre lcd. “vats. 4 

Note 11.—The term ‘“‘decorated’’ 

will include hand-painted color- 

ing burnt in or cold when in the 

shape of figures, flowers or other 


designs. 
The ratings on “decorated” 
glass articles will not apply 


when plain bands are painted 


(cold, not burnt in) thereon; 
nor on glass articles, with or 
without printed outlines, that 


are colored by spraying machine 
or by hand without the use of 
brush. 
ag mixed carload rating be established 
or: 
Soda Fountain Supplies: 
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Soda Fountain Preserves, Crushed 
Fruit, Fountain and Flavoring 
Syrups, C. L., min. wt. 30,000 Ibs. 


on basis of 5th class. 

9 Soda Fountain Outfits, consisting of Draft 
Arms or Draft Stands, with or without 
Lighting Fixtures attached, including 
Globes or Shades, in barrels or boxes, 
and Soda Fountain Counters or Coun- 
ter Cabinets, in barrels, boxes or crates, 
mixed C. L., or in mixed C. L., with 
Back Bar Bases or Tops, Cooling Boxes, 
Counters, Counter Slabs, Lighting Fix- 
tures, including Globes. or Shades, for 
back bars or counters, Refrigerators or 
Work Boards, in barrels, boxes or 
crates, min. wt. 15,000 Ibs. (subject to 
Rule 27) 

6 That Section 6 (c) of Rule 2 (C) be 

amended to read as follows: 

Tops must be firmly glued to the bodies 
throughout the entire area of con- 
tact, or tops must be fastened by a 
wire running through a pair or set of 
metal lugs attached to tops and 
bodies with two tubular rivets each 
reinforced or anchored on the inside 
with metal strips and sealed with 4 
seals not less than 2 by 6 inches in 
size, made of paper having a resist- 
ance of not less than 60 pounds to 
the square inch, Mullen Test; seals 
must extend not less than 2 inches 
below the rim. 

Drums of diameter not exceeding 15 
inches to have two pairs or sets of 
metal lugs placed on opposite sides. 
of tops and bodies. Drums or pack- 
ages exceeding 15 inches to have 
three pairs or sets of metal lugs 
placed at equal distance around the 
tops and bodies of drums. 

That these items be taken from the al- 

37 phabetical order in which they are now 

15 shown in the Classification and be 

21 placed under the heading of Iron or 
Steel, but no change be made in the 
ratings. 

25 Cupro-nickel: be 


Seem ee eee eee eee ereeeeeeeeeee ef 


26 Blanks (Unfinished Shapes), in barrels, P 


27 boxes or tubs 
Plate or Sheet, 
tubs 

Rod, drawn, extruded or rolled, 


in barrels, boxes or 


in bar- 


rels, boxes, crates or tubs...........-. 3 


Loose or in packages, C. L, min. wt. 
ee isc anne ona Gare e plaka oaiede 
28 Cupro-nickel Scrap, in boxes or barrels, 
oS SS A are eee ee 

.. Gas Globes, wire: 


eR ee ee eee 1 ae 


In packages named, C. L., min. wt. 


12,000 Ibs. (subject te TREO BE c 600s: ke 


2 Monel Metal: 
Pipe or Tubing, not otherwise indexed 
by name: 


In barrels, boxes, bundles or crates. 2 ee: 


Nickel: 
Pipe or Tubing, not otherwise indexed 
by name: 
In barrels, boxes, bundles or crates. 
Liquids or Fluids: 
Anti-freezing, N. O. S.: 
In metal cans completely jacketed.. 
Te SOUS CS GR WOMEG, cic cs cecavsisee 
oe ee ee re 
In packages named, C. L., min. wt.. 
Ee a eee ree 
That the Glassware’ specification be 
amended by an additional item read- 
ing as follows: 
Glassware, Cut: 


Light Cut Lime Glassware, in me 


rels or boxes, see Note............- 2 


In packages named, C. L., min, wt. 


20,000 Ibs. (subject to Rule ca 


Note.—This rate applies on 
Lime-Glass articles with shallow 
open cuttings such as floral de- 
signs or stars. In order to be en- 
titled to the rate provided for 
Light Cut Lime Glassw&are, the 
shipper must make and sign the 
following declaration on shipping 
orders and bills of lading: ‘‘Con- 
tents of the package (or packages) 
described herein as Light Cut 
Lime Glassware, include no cut 
glass except articles of Lime glass 
with shallow open cutting.” 

Hides, Furs, Pelts or Skins, not dressed 
nor tanned: 
14 Goat or Sheep: 
15 Dry: 
Loose 


ee 


Loose or in boxes, bundles or bales, 
not machine pressed, C. L., min. 
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bound with not less than three wires, 
and for every foot or fraction thereof 


In machine pressed bales........... 1 in length of box an additional wire; 
In machine pressed bales, C. L., the end wires to be firmly stapled 
he =e” ee through each board into the end cleats 
24 Shovels, Snow, see Note: of the box: the wires between the end 
In boxes, bundles or crates............ 2 wires to be stapled to each board with 
In packages named, C. L., min. wt. not less than two rows of staples in 
12,000 ibs. (subject to Rule 27)....... ea each board and not over three inches 
Note.—Ratings apply'on Snow Shov- apart and clinched on the inside; the 
els with wooden blades or with blades ends of at least two of the binding 
made of iron or steel 19 gauge or wires to be sealed at each corner of 
thinner. the box with metal seals bearing name 
That provision be made for the accept- or initial of shipper. 
ance of Pepper in bulk in pails on basis : 74 105 12 Cigars and Cigarettes: 
of L. C. L, 2nd class, C. L., min. wt. 14 Cigarettes: 
30,000 lbs., 4th class. 16 Cigarettes, N. O. S.: 
4 Eggs, Poultry: In wooden boxes, corded, sealed 
mo &: and strapped, see Note l......... 1 ‘ 
The following requirements must In fiberboard, pulpboard or double- 
be observed respecting Egg Case faced corrugated strawboard 
Fillers and Cushions: a Se SS eee 1 ne 
All flat dividing boards and tray In boxes, N. O. S. (in boxes not 
fillers must be of hard calendar conforming with the requirements 
strawboard known as medium fill- ££ "Se gC ’ e : Seer Di ce 
ers weighing not less than three 17 Note 1.—Wooden boxes must be 
pounds to the set, consisting of nailed or screwed at all edges 
ten trays and twelve dividing and strapped with wood, iron or 
boards, one of which is to be used wire straps at the ends and 
at bottom and top of each com- corded (not wired) in the center, 
partment and must be of sufficient cord to pass in and out through 
size to fill the compartments to each and every board on the four 
prevent shifting. , sides of the box, tightly drawn 
Cupped trays must be of com- and sealed by metal seal bear- 
pressed pulp, weighing not less ing identification mark. 
than 3% pounds for each 30 dozen 18 Note 2.—Fiberboard, pulpboard 
set and must completely enclose or double-faced corrugated straw- 
the eggs on end between lower board boxes must comply with 
and upper trays, the eggs being Rule 2(B) and also with all the 
packed on end from the bottom to requirements of this Note: 
the top of the egg case. Boxes must be secured with 
Cushions must be placed at the two or more metal straps not less 
bottom and top of each compart- than 29 gauge and not less than 
ment of egg cases, and must con- 3% inch in width, encircling the 
sist (a) of cork shavings, cut box at least once around the 
straw or excelsior evenly distrib- end and once around the side 
uted to a thickness of % inch at and drawn taut to prevent slip- 
the bottom of compartment and of ping. 
sufficient thickness on top to hold The overlapping ends of each 
contents firmly in place, or (b) strap shall be sealed with a 
corrugated strawboard or (c) fillers metal seal (other than lead) or 
% inch in depth made of No. 1 sleeve of such character as to 
filler board, or (d) inverted com- prevent the opening of the con- 
pressed pulp cupped trays or (e) tainer without mutilating the 
packing mats made of excelsior strap, the seal or the container. 
covered with paper not less than The straps must also be sealed 
11 inches square, of uniform thick- at each right angle crossing 
ness and each weighing not less with a metal seal (other than 
than 2% ounces, in which case lead) or sleeve of such char- 
the dividing board will not be re- acter as to interlock the straps 
quired next to eggs on top. and effectually prevent slipping. 
Weights to be charged for eggs in On boxes exceeding 24 inches 
cases: in length, metal straps must be 
Standard Egg Cases or Carriers not more than 12 inches apart 
containing thirty dozen or less will and each additional cross strap 
be charged for at 55 Ibs. per case; must be sealed at the ends and 
any excess number of eggs above at each right angle crossing as 
thirty dozen to be charged at two described in preceding para- 
pounds for each additional dozen. graphs. 
7 Tobacco: Packages having united meas- 
8 Manufactured: urement (length, width and depth 
9 Plug or Twist: added) of less than 30 inches will 
In boxes, measures or pails, loose, not be accepted. 
CN Dicktiawanaaadens «dein see ma. Boxes must be further rein- 


In boxes, measures or pails, boxed, 
crated or two or more strapped 
together, see Note 1.............. 3 

In packages named, C. L., min. 


wt. 30,000 Ibs....... OE er Ee 


Cut or Granulated: 
Chewing, Fine Cut: 


In packages named, C. L., min. 
Ae 24,000 lbs. (subject to Rule 
Te Yeweee ER EY I ee 

Note 1.—Packages having 
united measurement (length, 
width and depth added) of less 
than 30 inches will not be ac- 
cepted. 

Note 2.—Ratings for Smoking 
Tobacco will also apply on cut 
or granulated Tobacco, other 
than Fine Cut Chewing, which 
may be used for chewing as 
well as smoking. 


12 thes the 4rruewins: addition be made to 
ote 1: 
In tight jointed wire bound boxes, 


et i aig Wie acne: wo Rnlain oc ed D1 
In pails, two or more strapped 
EY Sacuith badewbeds bncesneece 1 
In boxes, see Note 1........ccceee 1 
In packages named, C. L., min. 
jay 24,000 Ibs. (subject to Rule 
eS er rer ere er ae e 
Smoking, see Note 2: 
BS a GENES 6 66900060002 KR eewes D1 
In pails, two or more strapped 
EE. Sia b.nbinics vente ln aia ite ncn Oa eee 1 
=e ee er re err D1 
In barrels or boxes, see Note 1... 1 


forced with sealing strips as 
described in Rule 2 (B), Section 
12 (b), such sealing strips to 
bear identification marks. 


75 151 12 That provision be made on basis L. C. L. 
2nd, C. L. 5th classes for Cedar Chests, 
K. BD... 

76 119 1to6 That these items be taken from the 


294 2 alphabetical order in which they are 
‘ now shown in the Classification and be 
placed under the heading of Iron or 
Steel, but no charge be made in the 
ratings. 
77 $2 26 That the L. C. L. rating be made ist 
class. 


PETITION FOR REHEARING 


A petition for rehearing has been filed by Herb Bros, in 
Martin vs. Wabash R. R. Co. et al., Docket No, 6467, in 
which it was decided by the Commission that the 19-cent 
rate from Andrews to New York applied only by way of 
Toledo, as the tariff did not specifically provide for the 
route through Pittsburgh. Shipments could move either 
through Ft. Wayne or Toledo. It is contended that the rate 
to New York and the rate to Pittsburgh are both covered 
by the same items of the tariff and whatever restrictions, 
if any, applied to one applied equally to the other. They 
ask for reconsideration of the decision, 
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HELP FOR TRAFFIC MAN 





This department is conducted by a traffic man of long 
experience and wide knowledge. In it he will answer ques- 
tions relating to practical traffic problems. We do not de- 
sire to take the place of the traffic man, but to help him 
in his work. We reserve the right to refuse to answer any 
questions that we judge it unwise to answer or that in- 
volve situations that are too complex for the kind of in- 
vestigation contemplated. Questions will be answered as 
promptly as possible. No answers will be given by mail. 

Address “Help for Traffic Man,’ The Traffic Service 
Bureau, 418 S. Market St., Chicago, Ill. 





Application of Rate 

Q.—In eastbound tariff 18-B, R. H. Countiss, I. C. C. 1003, 
naming rates on lumber, shingles, etc., index 6783 names 
a 33-cent rate from Spokane shipping points to Beach, 
N. D., and index 2276 names a rate of 33 cents to Alliance, 
Neb., via Billings. 

There is no tariff in effect naming through rates to 
Glendive, Mont. On page 118 of tariff, Item 4, provision 
is made that directly intermediate stations, or sidings, not 
specified in tariff, but located between two points to which 
rates are provided, will take rates published to next more 
distant station. Glendive, Mont., is not specified in tariff 
and is a directly intermediate station, and is also located 
between two points which are provided, namely, Beach, N. 
D., and Alliance, Neb. Therefore will not rate to Beach 
apply to Glendive? We are of the opinion that it does for 


the reason the exact wording of Item 4 would permit this. 


application. 

A.—We do not have before us a copy of the Countiss 
tariff you refer to, but are assuming that your quotations 
from it are correct. 

The quotation of a rate to Alliance, Neb., via Billings, is, 
of course, not the quotation of a rate to Billings, and while 
Glendive is located between Billings and Beach, it is not 
located between Alliance and Beach, and that is the con- 
tion as you have quoted it that is necessary before the 
Beach rate would apply to Glendive. 

In other words, Glendive is not directly intermediate be- 
tween Beach and Alliance. 

Blanket Rates 

Q.—The writer would be pleased to have you advise rela- 
tive to the following rate situation and also to advise if 
The Traffic World published at any time a rate situation 
which was brought to the attention of the Interstate Com- 
merce Commission similar to the rate situation we cite 
below. If you can furnish this information please advise 
in what issue of The Traffic World this information ap- 
appeared, so that we can locate same in our files. 


Rate groups are represented by A, B and D. 
Shipments originate in the groups A and B, and 
are destined to points in rate group D. Point C, 


the point in question, is also an originating point 
and is located between point A and point B, but is located 
much nearer to point B than to point A. For simplicity 
we shall say that point C is located 100 miles from point 
B and 200 miles from point A, but the rates to points in 
group D are figured on the group A basis plus an arbitrary, 
which is added to make the through rate from point C to 
point D. Shipments do not move from point C to point A, 
thence to point D, but move from C to point B, thence 
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to point D, whereas the rates applicable from point B to 
point D are much lower than the rates from point A to 
point D, also lower than the combination of rates from C 
via point A to point D. 

What we should like to know, if there ever was a sim- 


POSITIONS WANTED OR OPEN 


GOOD MEN ARE ALWAYS IN DEMAND, AND THE 
Traffic World is the logical medium for getting the men 
and the positions in touch with one another. The rates 
for classified advertisements are as follows: $2.00 per 


inch first insertion, $1.00 per inch second insertion, $0.50 
per inch each additional insertion, payable in advance. 


Keyed advertisements forwarded free and all correspond- 
ence held in strict confidence. 
THE TRAFFIC WORLD, 
418 So. Market Street, Chicago. 


SUR SNS OI a NRE ASE SLANE RR A A ESET ARBITER NE SR hy 2 Pm TART Tn OS 

WANTED—A good TRAFFIC MAN who is conversant 
with the milling business and who understands tariffs 
and freight charges from one end of the country to the 
other. The position is with a good company and located 
in a fair-sized town in eastern Nebraska, where there 
will be abundant opportunity for a man to make good. 
N. O. 31, care The Traffic World. 


Young man of sober and temperate habits, twenty- 
five years of age, single, genial disposition, and a good 
mixer, desires position as TRAVELING or SOLICITING 
FREIGHT AGENT. Seven years’ experience in freight 
agencies at competitive points, four years of same as 
soliciting and local freight agent with present employers. 
Familiar with rates, routes, etc., and a general or working 
knowledge of all matters pertaining to traffic work. 
Desires a change on account of future advancement with 
present employers obstructed by nepotism Gilt-edge 
reference. A. D. 191, care The Traffic World, Chicago, Il. 
Ill. 


WANTED—Position as TRAFFIC MANAGER AND 
CLAIM AGENT. Now employed as traffic manager, han- 
dling 6,500 straight carlots—450 cars L. C. L. shipments— 
claim collections, $17,500 yearly. Expert on rates, routing 
claims. Best references. J. S. 92, care The Traffic World, 
Chicago, Ill. 


Position as TRAFFIC MANAGER, by married man, 
30 years of age. Competent in traffic affairs, wide ex- 
perience, large acquaintance among railroad traffic 
officials. Capable in operating capacity, proficient in han- 
dling claims to quick settlement. Can organize a de 
partment that will save you money. Now employed by 
large steam road organization. Will locate anywhere; 
familiar all territories. P. K. 64, The Traffic World, 
Chicago. 
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ilar case brought to the attention of the Commission where 
the Commission decided either for or against point C tak- 
ing the same rates as group A, with an arbitrary added, 
when traffic moved via point B to point D. 

A.—Rates that are constructed on the group or zone 
principle, while they may eliminate the necessity for nam- 
ing hundreds of specific rates, have always been a source 
of more or less trouble to the carriers. This is true be- 
cause of the fact that while blanket rates are, or should 
be, based on averages, they are pretty sure to be looked 
upon by shippers located on the near sides of the zones as 
too high and by the carriers who haul from and to the 
far sides as too low. 

Blanket rates have been approved by the Commission in 
many instances, but we do not know of any that have met 
with its approval that have been constructed on a basis 
similar to the one named by you. If point C has not been 
taken care of the carriers will undoubtedly do it if their 
attention is called to the matter, but it would seem that 
it should take an arbitrary over point B and not A. Per- 
haps the most noted cases involving group or zone rates 
are the so-called Trans-continental and Inter-mountain rate 
cases which have been before the Commission and the 
courts for a number of years. Other cases involving group 
rates are American Refining Co. vs. St. Louis & San Fran- 
cisco, 30 I. C. C. 103 (The Traffic World, May 2, 1914, p. 
845), and Central W. Va. Glass Mfrs.’ Assn. vs. B. & O., 
32 I. C. C. 218 (The Traffic World, Dec. 5, 1914, p. 1051). 


Liability for Shortage 


Q.—We have from time to time pool or club cars which 
contain orders for numerous jobbers. These cars are con- 
signed to our carters at railroad company’s dock freight 
house and are unloaded by the railroad company’s ware- 
house men and deliveries made by them. When the cars 
are distributed, some of our customers report shortage of 
cases or bundles. 

Inasmuch as our records convince us that the cases or 
bundles in question were included in the car, and in con- 
sideration of the fact that the cars are sealed at our plant 
and consigned to our carter, are we justified in entering 
a claim with the railroad company for the lost articles? 

The shortages, in all probability, occur right at the dock 
warehouses of the railroad company in the distribution 
made by their men, although our carter has the cars con- 
signed to him. 

A.—Inasmuch as the Interstate Commerce Commission in 
Conference Ruling No. 337, affirming the principle involved 


in Ruling No. 98, holds that neither a railroad nor its, 


agents or employes may act as forwarding agents for 
shippers, we suppose the distribution is in reality being 
made by your truckman. This being true, it would seem 
that he should be held for whatever 
occur through his lack of care. 


DOINGS OF THE TRAFFIC CLUBS 


At the annual meeting of the Traffic Club of New 
England, Saturday, December 11, the following officers 
were elected: President, William P. Libby, traffic man- 
ager, Plymouth Cordage Co., North Plymouth, Mass.; 
vice-presidents, J. H. Hustis, president, Boston & Maine 
Railroad, Boston, Mass., Charles W. Robie, manager, 
N. E. dept. American Express Co., Boston, Mass., H. M. 
Biseoe, vice-president, N. Y. C. & H. R. R., in charge 
B. & A. R. R., Boston, Mass., William A. Bancroft, presi- 
dent, Boston Elevated. Railway Co., Boston; secretary- 





shortage might. 
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treasurer, C. A. Anderson, general agent, Judson Freight 
Korwarding Co., Boston, Mass. 

The Traffic Club of Philadelphia will hold its eighth 
annual dinner at the Bellevue-Stratford, 6:30 p. m., Satur- 
day, Jan. 22, 1916. Ex-President of the United States Hon. 
William H. Taft and Ivy L. Lee, member of the personal 
staff of John D. Rockefeller, will deliver addresses, and 
a musical program and other features will contribute to 
the enjoyment. At the conclusion a dance will be given 
in the Clover Club Room. 


PERSONAL NOTES 


William Cochrane Maxwell, vice-president in charge of 
traffic of the Wabash Railway Co., was born Feb. 20, 
1865, at Keokuk, Ia. He entered railway service in 1881 








W. C. MAXWELL. 


and to 1884 was messenger and clerk in the local freight 
offices of the Burlington at Keokuk. From 1884 to 1889 
he was clerk in the general freight and ticket office 
of the St. Louis, Keokuk & Northwestern, later becoming 
chief clerk in the general freight office. From February, 
1890, to December, 1902, he was general agent of the 
Burlington at Keokuk and from the latter date to June, 
1904, assistant general freight agent at St. Louis. From 
June, 1904, to September, 1905, he was general freight 
agent of the same road at St. Joseph, Mo. On the last 
named date he was, appointed assistant general traffic 
manager of the Wabash, and later was promoted to gen- 
eral traffic manager (1908). Mr. Maxwell was an impor- 
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The German American Car Co. 
General Offices, Harris Trust Building, Chicago 


Tank Cars Leased for All Commodities 


We Build New Tank Cars Rebuild Old Tank Cars 


Pacific Coast Office: Plants at 
24 California Street Warren, Ohio East Chicago, Ind. 


Francisco Sand Springs, Okla. 


Eastern Office: 
17 Battery Place 
New York 


TAN K CARS 


For Lease 


KEITH CAR COMPANY 
Peoples Gas Building CHICAGO, ILL. 


N. Y. Terminal 


— ; Hoboken Shore Road 
Freight Congestion Remedied 


connects with 


D. L. & W. R. R. 
West Shore R. R. 


Why take a chance on billing your shipments through New 
York City, without assuring yourself beforehand of the 
speediest and safest handling there? 

Whether you are a foreign shipper, or ship to New York 
for distribution in Eastern U. S.—the Hoboken Shore Road 
will help you—FREE OF CHARGE—-f you ship in carlots 
over any lines listed to the right. 


Bill Your Shipments “Via 
Hoboken Shore Road” — 


And thus provide rapid, safe transfer for your freight in 
the port of New York. Assure yourself of making steamer 
connections by billing care of a terminal company which 
connects directly by rail and water between trunk line 
yards and steamship docks. _ 

Assemble your small lots for Eastern dintribution in one 
car and thus obtain carlot rate on long haul. We will dis- 
tribute for you in the East at minimum charge. 

Mail Coupon and learn of savings Hoboken Shore Road 
can effect for you in time, money, breakage, claims, for- 


feitures. 


HOBOKEN SHORE ROAD, Foot of Fifth St., Hoboken, N. J. 





New York Central 
(Except between Chatham 
and Mt. Vernon and Nep- 
perhan, N. 7 
N. ¥. O. & W..R. R. 
Central R. R. of N, J. 
Baltimore & Ohio R. R. 
Lehigh Valley R. R. 
Pennsylvania R. R. 
Erie R. R 
For all carlot shipments. 


It handles freight to the 


Holland-American Line 
Scandinavian-American Line 
Wilson Line 
Hamburg-American Line 
North German Lloyd Line 


All freight billed “Via 


Hoboken Shore Road” 
is accepted by these 


: Jines despite any 
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tant witness in the advanced rate hearing, presenting 
important statistical data concerning the Wabash and 
other lines in C. F. A, territory. . 

G. L. Stapleton, formerly of the Orient Line, has been 
appointed traveling freight agent of the Cotton Belt in 
Chicago. 

The Lehigh Valley Railroad Co. announces that Stewart 
C. Pratt is appointed assistant general solicitor, with 
office at New York. 

L. M. Coffey is appointed commercial agent of the 
Cleveland, Cincinnati, Chicago & St. Louis Railway Co., 
with headquarters at Omaha, Neb. 

S. F. Hilton, agent of the freight department of the 
Union Pacific at Fresno, Cal., has been appointed district 
freight agent at the same place, effective January 1. 

William P. Behen, contracting freight agent of the Cin- 
cinnati, Hamilton & Dayton, has been appointed commer- 
cial agent of the Cincinnati, Indianapolis & Western, with 
headquarters at Chicago. 

Lewis T. Tune has been appointed general agent of the 
Fort Smith & Western Railroad and the St. Louis, El 
Reno & Western Railway, with office at St. Louis. Mr. 
Tune is secretary of the latter company. 

David P. Chinblom, assistant secretary of the National 
Industrial Traffic League, will, Jan. 17, become manager of 
the new traffic bureau of the Rochester (N. Y.) Chamber 
of Commerce. His successor has not yet been chosen. 

The following appointments as general agents of pas- 
senger and freight departments, effective January 1, are 
announced by the Missouri Pacific: Denver, Colo., J. R. 
Duckworth, transferred from Pueblo; Pueblo, B. F. Sells, 
transferred from Joplin, Mo.; Salt Lake City, J. J. Kava- 
naugh; Los Angeles, H. R. Bingham. 

Announcement has been made that George W. Davis, 
general freight agent of the Vandalia Railroad, would 
retire January 1 on a pension: Mr. Davis has been with 
the Pennsylvania ‘more than fifty years. Charles B. Sud- 
borough, assistant general freight agent, will succeed him, 
and Benjamin H. Dally, division freight agent at St. 
Louis, will become assistant general freight agent. 

Seattle shipping men, headed by R. M: Calkins, traffic 
manager of the Chicago, Milwaukee & St.. Paul, announce 
that they are organizing a company to build and operate 
three $1,250,000 steamships to ply between Seattle and 
Hawaii, Australia and New Zealand. 

B. J. Drummond, who for some time past has been 
rate clerk to the division freight office of the [Illinois 
Central at Omaha, will, on Jan. 1, 1916, become traffic 
manager for the Omaha Alfalfa Milling Co. at Omaha, 
Neb., one of the largest mills of its kind in the country. 

J. H. Fishback, assistant to the secretary and chief 
of the division of correspondence of the Interstate Com- 
merce Commission, after twenty-eight years of service 
with the Commission, has tendered his resignation, to 
engage in practice before the government departments, 
especially the Interstate Commerce Commission. Mr. 
Fishback was appointed to a position in the office of the 
Commission by Commissioner Aldace F. Walker in ¥eb- 
ruary, 1888, and began work in the tariff department, 
where he spent two years on tariff work. He was then 
transferred to the office of the secretary, and success- 
fully served as secretary to various Commissioners, in- 
cluding the original chairman of the Commission, Thomas 
M. Cooley, William R. Morrison, Commissioner Calhoun, 
Commissioner Fifer and Commissioner Clements. Mr. 
Fishback was then appointed official reporter and served 
in this capacity for a period of seven years. Later he 
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became assistant to Secretary Moseley and was assigned 
to special work and investigations. On the creation of 
the division of correspondence he was made chief of 


‘that division and has continued to occupy that position 


in connection with other duties for seven years. In addi- 
tion to filling these positions, he has been chairman of 
the board of reference, composed of the chiefs of the 
important branches of the Commission’s office, including 
chief of division of tariffs, chief division of inquiry, chief 
division of accounts, chief exathiner and chief statistician. 
He has been a member of the board of reference for 
three years and for the same period a member of the 
board of suspensions. The Commission and its officials 
greatly regret the resignation of Mr. Fishback. He has 
been especially helpful to Secretary McGinty, and the 
Commissioners feel that the (Commission has lost one 
of the most valuable men it has ever had. They know 
him*for a hard worker, who did not think of the clock 
except as an aid to him in keeping track of the matters 
he had to attend to. 


PANAMA CANAL TRAFFIC 


The following memorandum has been issued, dated Dec. 





22, 1915, by Major F. C. Boggs, United States Corps of 


Engineer: 

“There have been several reports recently in the news- 
papers regarding the passage of vessels through the Pan- 
ama Canal. A cablegram asking for information was sent 
to the governor on the Isthmus and a reply dated December 
21 has been received, from which it would seem that a 
temporary opportunity to pass small craft drawing about 
151%4 feet or less was taken advantage of and certain ves- 
sels which had been held since the canal was closed were 
allowed to pass the slides on December 20. 

“If a similar opportunity offers, a few additional vessels 
of a greater draft, which have also been held since the 
closure of the canal, will probably be passed through, but 
the governor warns that conditions are unstable and it 
is impossible to estimate in advance what the probable 
available channel will be at any succeeding date. 

“The governor still states that no predictions can be 
made of the probable date of opening, and he is extremely 
anxious to prevent a premature resumption of the routing 
of ships via the canal, which would be sure to embarrass 
the work and would result in the delay of the final open- 
ing of a stable channel. He also calls attention to the 
fact that such a premature resumption would be expensive 
to shipping interests on account of unavoidable delays to 
ships that might have to be held for an indefinite period. 

“When conditions are such as will permit an accurate 
prediction relative to the opening of the canal all interests 
will be promptly notified.” 


REPARATION ORDERS 

5295. Application No. 10176, as amended, C. & O. Av- 
thorized to establish class and commodity rates from Iron- 
ton, O. (from beyond), Ashland, Ky. (from beyond), Kenova 
and Huntington, W. Va., from beyond to destinations in 
Groups “B” and “C” of Washburn’s I. C. C. No. 108, the 
same as the rates concurrently in effect to the same des- 
tinations from Cincinnati. 

5296. Application No. 10439, Detroit, Toledo & Ironton. 
The same as preceding order. 


Complainant’s petition for rehearing in Case 6629, Phoe- 
nix Iron & Steel Co. vs. G. H. & S. A. et al., has been 
denied. 
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G. V. Electric Trucks 
Tell in Performance 


There’s a lot of noise made about motor truck performance, but it usually 
involves a record for a day, a week or a month. The performance over a period{of 
years—soft pedal. 


A 1-ton G. V. Electric in Spokane covered over 20,000 miles in 11 months ‘and 
27 days. ‘True it had spare batteries, but it stood up under 18 hours’ work and an 
average of 67 miles per day. So much for unusual mileage. But scores of G. V. 
Electrics have for years paid in direct competition with horses in mill yard work— 
hauls involving but 12 to 16 miles daily. 


Two 3 1-2-Ton G. V. Electrics which are ‘60% more efficient than former horse delivery’’ 


A 2-ton G. V. Coal Truck has just completed the following interesting record: 


Worked 307.3 Days Made 2365 Trips Averaged per day 7.7 Trips 
Traveled 11857.2 Miles Averaged per day 38.5 Miles The average round trip 5.01 Miles 
Delivered 5016.06 Tons Averaged per day 16.27 Tons The average load 2.12 Tons 


Now, figuring 10 years’ life for that 2-ton G.V., lower figures for parts, renewals 
and repairs, horse wagon wages for driver against probably $20 a week, 25% greater 
tire life, minimum insurance rates and greater dependability — where is the combi- 
nation that will equal it? 


Get the real facts on Electrics. It would be a pleasure to send Catalog 84 
and interesting data. 


General Vehicle Company, Inc. 
Long Island City, Neto York 
New York @ Chicago Boston @ Philadelphia 


As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 
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Directory of Transfer Agents, Freight Forwarders, Warehousemen, Custom House Brokers, Etc. 


BANGOR, ME. 


HENRY McLAUGHLIN & CO. 


GENERAL STORAGE 
Forwarding and Distributing 
Rall and Water Connection 





Carter Transfer & Storage Co., Inc. 


FORWARDERS TO PACIFIC COAST POINTS A 
SPECIALTY. 
DISTRIBUTORS OF CAR LOAD LOTS. 
FIREPROOF STORAGE—LOWEST INSURANCE RATES 


LINCOLN - - - + NEBRASKA. 








Western Transfer and Storage Co. 


616 to 622 San Francisco St. 
EL PASO, TEXAS. 
FORWARDERS AND DISTRIBUTORS. 


DISTRIBUTION CARS A SPECIALTY. 
TWO WAREHOUSES ON TRACK. 


Cut Rate Package Car Service from Seaboard Territory. 





EDGAR’S SUGAR HOUSE, Inc. 


620-532 LAFAYETTE BLVD. 
DETROIT, MICH. 
wm. fireproof warehouses on tracks.of princi rail- 
The only two fireproof warehouses on the river 
= Lowest insurance rates in the city. Seclve auto 
trucks fer delivery. Write for further particulars. 





Buffalo Storage & Carting Co. 


350 Seneca St., Buffalo, N. Y. 
Storage, Transfer and Forwarding 


Warehouse on New York Central Tracks 





PORTLAND, OREGON 
OREGON TRANSFER COMPANY 


474 Glisan St. Established in 1868 
GENERAL TRANSFER AND STORAGE BUSINESS 
Special attention given to merchandise stock stor- 
age accounts, carloads for distribution, less car- 
loads for city delivery, reshipment and reforward- 
ing by express or parcel post. Own and. operate 

two class A warehouses on terminal tracks. 
No Switching Charges on Carload Shipments 


TOLEDO, OHIO 


STORAGE—FORWARDERS—DISTRIBUTORS 





The best distributing point for northwestern Ohio, ten and In- 
diana. We have direct track connection with each of the 
12 interurban and five passenger steamship lines entering Told No 
switching charges on car lots, either in or out. 


The Toledo Warehouse Co. 
Correspondence Solicited. 
Members American 


1309-19 La Grange St. 
and Interstate Warehousemen’s Associations. 


Albany Terminal Warehouse Company 
10 TIVOLI ST., ALBANY N, Y. 
STORAGE FORWARDERS 
BUILDINGS, WITH SIDE TRACK, SUITABLE FOR 
BRANCHES, TO LET. 








Chattanooga Warehouse & Cold Storage Co. 
CHATTANOOGA, TENN. 


GHNERAL TRANSFER AND STORAGE BUSINESS. 
DISTRIBUTION OF POOL CARS A SPHCIALTY. 
WE STORE, PACK AND SHIP HOUSEHOLD GOODS. 





ST. JOSEPH TRANSFER CO. 
«POY EXPRESS” 
ST. JOSEPH : . ‘ Mo. 


MERCHANDISE STORAGE WAREHOUSE. 
CARLOAD AND L. C. L. DISTRIBUTION. 
PROMPT SERVICE GUARANTEED. 





CHICAGO— 
Chicago Storage & Transfer Co. (Not Inc.) 


5851-61 WEST 65TH STREET 
Excellent facilities for shipping L. C. L. lots without 
oartage. Carload distribution a specialty. Daily motor 
deliveries throughout the city at very reasonable prices. 
Floors for rent. 
INSURANCE TWENTY CENTS. 





Byvank Transfer & Storage Co. 


823-825 Lafayette St. 
WATERLOO, IOWA. 


RESHIPPING AND DISTRIBUTING 
A SPECIALTY. 





MILWAUKEE 


The Union Transfer Co. 


107 REED STREET 
FREIGHT TEAMING—SHIPPING AND RECEIVING 
AGENTS 
CARLOAD DISTRIBUTORS 
The Best Equipped Transfer Company in the City 


The Wiley & Nicholls Co. 


UNITED STATES BONDED WAREHOUSES AND 
GENERAL STORAGE-DISTRIBUTORS 


Warenousemen and Forwarding Agents. Drayage and 
Heavy Hauling a Specialty. Firepreof Warehouse. Low- 
est Insurance Rate in City. 


GALVESTON, TEXAS 
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EXPORT SPECIALISTS 


THROUGH RATES 


MARINE INSURANCE 


LEAVE IT ALL TO US 4 War RIsk 


CONSULAR ARRANGEMENTS 


COLLECTIONS 


Completely Covering Shipments by 
RAIL and OCEAN 
to All Parts of the World. 


JUDSON FREIGHT FORWARDING CO. 


Home Offices: CHICAGO NEW YORK BOSTON 


PITTSBURG 


ST. LOUIS LOS ANGELES SAN FRANCISCO 


Foreign Ageneies in All Principal Cities and Ports in Eurepe, Asia, Afriea, Australasia, China, Japan, South America, Philippine Islands, ete. 


Security Wareheuse Company 
MINNEAPOLIS, MINN. 
Northwestern Distributors for nearly all Nationally 
Advertised Commodities—Twenty Car Trackage 
Space. 
Motor Truck delivery in Minneapolis and St. Paul 


FORT WAYNE, INDIANA, 
WAREHOUSES 


Grand and Harrison Streets 
Francis and Hayden Streets 











D. A. MORR TRANSFER AND STORAGE CO. 


KANSAS CITY, MO. 
2114-2120 Central Street 


TRANSFER, MERCHANDISE STORAGE, FORWARD- 
ING, DISTRIBUTION AND CITY ‘DELIVERIES. 
Direct Connections With All Rallroads. Fireproof Storage, 
Sprinkler System. 


Springfield, Mass. 


Central Warehouse & Transfer Co. 


Office: 315 Bridge St. 


TRANSFERRING AND RESHIPPING. 
GENERAL STORAGE, FURNITURE STORAGE, ETC. 





Established 1890. From iong and practical experience 
we know your needs. Write for information. 


Witkin Trucking Company 


Main Office, 30 BURLING SLIP, 


NEW YORK, N. Y. 


“H® SERVES BEST WHO SERVES WELL” 





Minneapolis Transfer & Warehouse Co. 


MINNEAPOLIS, MINN. 
. 122 SOUTH FIFTH STREET 


DISTRIBUTORS OF POOL CARS AND GENERAL 
WAREHOUSING 





CHICAGO 


Jos. Stockton Transfer Co. 


686 The Rookery Buliding 


Teaming of Every Description—City Delivery Service 
and Carioad Distributors. 


PITTSBURGH, PA. 


FIREPROOF AND NON-FIREPROOF WAREHOUSES 
PENNSYLVANIA SIDING LOWEST INSURANCHE 
Write us about storage or distributing 
HAUGH & KEENAN STORAGE & TRANSFER CO. 





Central Warehouse Co. 


Storage—Forwarding 
Trackage Counection with all railroads entering the 
Twin Cities. 


Minnesota Transfer, Minn. 


PHILADELPHIA, PA. 


BEST DISTRIBUTING POINT IN THE EAS) 
Railroad Sidings, Penna. R. R. and Phila. & Reading 
Experienced in giving Best Warehouse Service 


scorTr. PAPER CO. WAREHOUSE 
LEMENTS, Manager 


Trackage, nessihie ohis cars a day. Very low insurance. 
EERE manne eee ee ee (en ae a neem a 





7 


Omaha Fireproof Storage Co. 
806-18 SOUTH 16TH ST., OMAHA, NEB. 
EIGHT AND ONH-HALF ACRBS FLOOR SPACE 


RATH 20 
TRACKAGE SPACE, 10 ) CARS GENERAL THAMING 
AND AUTO SERVICE. 








Savannah Bonded Warehouse & Transfer Co. 


AVANNAH, GEORGIA 
312-314. at6 Willlamson St. P. O. Box 965 
GENERAL STORAGE -RD-Conme NING—DISTRIBUT- 
ING—FORWARDING— ed AND BFFICIZNT 
SERVICE— EXCEPTID FACILITINS— 
CUSTOM HOUSE B BROKERS 
Track connections with all Rallroads and Steamship Doeke 





Louisville Public Warehouse Co., Ine. 


LOUISVILLE, KY. 


Import and export freight contractors, transfer ané 
reshipping agents, custom house brokers. Bonded and 
free warehouses. 
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BOOK SH 


Elements of Transportation—Johnson........ $1.63 


ie oh Sa 7 
Conference Rulings: Bulletin No, 6, 8x11 inches. $0.40 


Supplement No. 1 to Bulletin No. 6, 8x11 inches 
plement Nov2 to Bulletin No. 6, 8x11 inches 

‘ The Act to Regulate Commerce 

. Tariff CircularmNo. 18-A 

Supplement No,.3 to 18-A—Photographic Re- 
production, 8xIT inches 

Supplement No. 4 to°18-A; 8x11 inches 

Federal Regulation. of Railway Rates—Albert 
N. Merritt 

Railroads, Ripley, Vol. 

Railroads, Ripley, Vol. 2—Finance and Organi- 
zation 

Freight Classification—J. F. Strombeck 

Decisions of the Interstate Commerce Commis- 
sion—First 23 Volumes Complete, Uniform 
Binding 
Subsequent Volumes, each 

Railroad Freight Rates, with ‘Maps, Tables, 
Bte., Explaining ‘the Present Rate System 
and Its Evolition;) McPherson 

The Working of the. Railroads—What They 
Are—What They * Do and How They Do It; 
McPherson 

Transportation in Europe—Transportation 
Conditions~in-Europe, Both-Rail-and- Water, 
Carefully, Analyzed; McPherson 

Studies in e Conétruction—Curran.« 

Int te Transportation, Covering all Phases 
ofthe Subject; Both Legal and Practical; 
Barnes. Two volumes 

Railroad Traffic and Rates—The Development 
of Rate-Making, and the Keeping of Freight 
and Passenger Records, Carefully Treated; 
Johnson and Huebner..... din prw eae rey waueters 

Regulation, Valuation and Depreciation of Pub- 
lic Utilities—Wyer 

Problems in Railway Legisiation—Haines. . 

Compensation for Injuries to Workmen— 
(New) 2 volumes, 1,670 pages. All of the 
New Workmen’s Compensation Laws; Boyd. 

Moore on Carriers—A Practicale Treatise on 
the Law of Carriers of Goode Passengers, 
Live Stock, Etc.; D: C.. Mo@> 3 volumes. 

The Earning Power of the Railways—Mundy. 

Railroad Administration—With Numerous 
Charts and Folders; Morris 

American Railway. Transportation—A Hand- 
book of Information ‘Wpon All™Phases of 
Railroading; Johnson 

The American Transportation Questicn— 
Rates, Service, Financial Return, Valuation, 
Efficiency, Discrimination, “Ete: - Analyzed; 
Dunn 

Lowrey’s Map of Chicago Switching District. . 

Ocean and Inland Water Trahsportation— 
Johnson 

Lafayette’s Table of Percentages, from 1 to 
2,000, and carrying 3.decimals 

Lafayette’s Calculator, a short method of figur- 
ing freight charges............0.+...+. bi 
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.05 


1.60 
1.00 


1.63 
3.00 


Railroad Reorganization—Daggett’...... cast ies 

Ship Subsidies—A Study on American Ship- 
ping; W. T. Dunmore 

Waterways Versus Railways—A_ well-written 
Discussion. of the Relative Value. of the 
Two Methods of Transportation; Harold G. 
Moulton ...» 


Hutchinson on Carriers—A- recognized ‘author- 
ity on the’Law of Carriers, brought up. to 
the date of the passing of the Hepburn 
Act; :3 volumes 


Valuation of Public Service Corporations— 


The Law of Interstate Commerce—An  ex- 
haustive treatise on Interstate Commerce; 
F. N: Judson 

The Law Governing Public Service Corpora- 
tions and All Others Engaged in Public Em- 
ployment—Wyman ........-se+ne6- Fiduth tan 


The Trade of the World—Whelpley 

American Railroad Economics—Sakolski 
American Railroad Rates—Noyes 

Railway Legislation in the U. S—B. H. Meyer. 
Government Regulation of Railway Rates— 


The Truth About the Railroads—Howard 
Elliott 

Railroad Finance—Cleveland & Powell 

Federal Power Over Carriers and Corpora- 
tions—E. P. Prentice 

The Heart of the Railway” Problem—Frank 
Parsons 

General History of Commerce—W. C. Webster 

Railway Transportation—Raper 

Validity of Rate Regulations—New; Reeder. . 

Ocean Traffic and Trade—Hough 

The Express Service and Rates—Chandler... 

Making of Freight Rates and Classifications— 
Jackman 

Rosenbaum’s Perpetual Correspondence File 
Index for the R. R. Freight Traffic Depart- 
ment—Two volumes 

Map of the U. S., showing all Classification and 
Freight Association territories 

Gartner’s Notes to Interstate Commerce Com- 
mission Reports, Volumes 1 to 30, inclusive, 
in two large volumes. By Karl K. Gartner. 

Watkins on Shippérs and Carriers—Revised to 
» October, 1915,.in-one large volume. By Ed- 
NE WV OU a's oo ca 050 pis wee hee 0 ciclo Sie oe 

Fuller's Act to Regulate Commerce as Con- 


* gtrued by the Supreme Court—Herbert Bruce 


Fuller 

Bishop’s Interstate Commerce Commission’s 
Citations—Covering the first 29 volumes of 
‘the Commission’s Reports—A. L. Bishop. 
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1.10 


5.50 
6.50 


12.50 
2.16 
1.35 
1.60 
1.35 


1.60 


5.00 
1.00 


15.00 
7.50 


6.00 


If you don’t see what you want or if you wish more detailed information, write us 


THE TRAFFIC SERVICE BUREAU, 418 South Market St., CHICAGO 





